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ECONOMIC ASPECTS OF RAILROAD 

RECEIVERSHIPS 



PREFACE. 



The subject of railroad receiverships has had con- 
siderable attention from two points of view, that of the 
lawyer and that of the investor in railroad securities. 
In recent years, however, the increasing number and 
magnitude of railroad receiverships has made their re- 
lation to the public a matter of no less importance than 
their bearing on investments. It is rather to present 
some data for consideration of these more general 
economic aspects, than in hope of adding anything to 
the technical and financial treatment of the subject that 
this essay has been undertaken. 

Special indebtedness is acknowledged to Professor 
William A. Scott, of the University of Wisconsin, for 
helpful criticisms, and to the editors of the Railway 
Age for use of their files of the Age and other periodicals. 

HENRY H. SWAIN. 

Chicago, March 75, 1898. 
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ECONOMIC ASPECTS OF RAILROAD 

RECEIVERSHIPS. 



CHAPTER I. 



THE NATURE OF RECEIVERSHIPS AND THE FUNCTIONS 

OF RECEIVERS. 

A receiver is "a person appointed by a court or 
judicial officer to take charge of property during the 
pendency of a civil action, suit, or proceeding, or upon 
a judgment, decree or order therein, and to manage or 
dispose of it as the court or officer may direct." 1 

If a piece of property is for a long time in litigation, 
the one actually in possession may consume the usufruct, 
which may prove to have rightfully belonged to the 
adverse party. If the case appears likely to go against 
the possessor, there is a very natural temptation for him 
to extract the maximum immediate profit even to the 
serious impairment of the permanent value of the prop- 
erty. Even when the litigation does not involve a con- 
test over the title to the property, but is only a process 
for securing possession, as, for example, in the case of a 
foreclosure of a mortgage, the somewhat extended period 
which elapses before the completion of the proceedings, 
gives the possessor an opportunity to abuse the property 

1 Codes and General Laws of Oregon (1885), \ 1060. 
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in his own interest. To guard the interest of the right- 
ful owner, therefore, courts, in a great variety of cases, 
have temporarily sequestrated the property, putting it 
into the hands of an officer of the court, to care for until 
the time comes to deliver it, with its accrued increments, 
to the owner. 

All the leading principles in relation to the ordinary 
receivership were established 1 more than half a century 
before the beginning of railroad construction. When 
the railroad era began, railroads were constructed more 
rapidly than industrial conditions could be adapted to 
these changes, and failures became very frequent. In 
the litigation which ensued over these insolvent roads 
there was, therefore, found ready to hand a well-developed 
system of equity procedure which it was very natural to 
apply to the new cases. 

" Previous to the enactment of the Railway Companies 
Act of 1867 the English courts were extremely averse to 
the appointment of receivers with power to operate rail- 
road property." 2 But these scruples have not generally 
obtained in the United States ; " in this country the 
appointment of receivers with power to manage and 
operate railroads during the pendency of the controversy 
is rather. the rule than the exception." 3 Even at an early 
day in the history of American railroads, appointments 
of receivers were not infrequent, the most famous of the 
early receiverships, that of the Vermont Central Rail- 

1 Beach, Commentaries on the Law of Receivers, \ 3. 

2 Beach, Commentaries on the Law of Receivers, \ 325. 
8 Beach, Commentaries on the Law of Receivers, % 325. 
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road, having begun in 1855. But the system of equity- 
procedure which had been worked out in the eighteenth 
century with respect to receiverships was poorly adapted 
to an institution so different from anything previously 
known as a railroad is. 

Previous use of the receivership had been mainly in 
connection with judgments, foreclosures, trusteeships, 
dissolutions of business partnerships or of banking cor- 
porations, or the estates of persons legally incapacitated. 
Here the function of the receiver was limited chiefly to 
guarding the property from spoliation, and distributing 
it among those entitled to it. Or if the property con- 
tinued in use, the receiver collected the rents and, per- 
haps, made trifling expenditures for repairs. When rail- 
roads came to be put into the hands of receivers, the 
character of the property handled was widely different, 
the property itself was scattered and miscellaneous, and 
even in the case of minor roads, the amount of the prop- 
erty was vastly greater than that ordinarily involved in 
individual or partnership concerns. The receivership of 
a railroad also necessitated new relations with a great 
body of employees. But the greatest difference of all lay 
in the fact that other receiverships had dealt mostly with 
the affairs of individuals or private corporations, while 
among the most important features of a railroad are its 
semi-public character, and the vital relations which it 
sustains to all the industrial enterprise in the country. 
Consequently receivers of railroads have found them- 
selves in positions where such precedents as might seem 
to bear upon their case, are often more formal than real. 
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When the law of receivers came to be applied to rail- 
roads, therefore, it speedily began to undergo various 
modifications, some of which were radical in the extreme. 
The result has been the development of a system of prac- 
tice in America in regard to the management of railroad 
property by equity courts quite different from anything 
known elsewhere. Indeed, " railway receiverships as in- 
cidental to the foreclosure of the mortgages upon railway 
property and franchises are in the main peculiar to the 
system of jurisprudence administered in the United 
States. The rules of law in point are for the most part 
of recent development." 1 

The subject of receiverships has received very little 
attention from legislators in this country. The courts 
have been allowed to develop the system almost unhin- 
dered. Although the federal courts handle most of the 
railroad receiverships, 2 there is scarcely any federal 
statute law on the subject. The Interstate Commerce 
Act 3 mentions receivers among those who are subject 
to the regulations which it imposes, and the most recent 
Congresses have seemed to indorse, in a general way, the 
practices of the courts by making liberal appropriations 
for " defraying expenses incurred by marshals in execut- 
ing orders, warrants and processes of United States 
courts, for the protection of property in the hands of re- 
ceivers of such courts, and for the arrest and detention 
until trial of persons arrested for violating such orders 

1 Beach, Commentaries on the Law of Receivers, Preface, (pub- 
lished 1887) 

3 See below, page 144. 

8 As amended March 2, 1889, \ 10. 
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and resisting the execution of such warrants and pro- 
cesses." 1 

Aside from these the only federal legislation on the 
matter of receiverships 2 is contained in two recent acts 
of which one 3 requires receivers to manage property in 
their possession " according to the valid laws of the State 
in which such property shall be situated," and provides 
that the receiver may be sued without previous leave of 
the court, though the suit shall be subject to the court's 
general equity jurisdiction ; it also forbids a judge to 
appoint a near relative as recieiver ; and the other act* 
disqualifies as receivers, the officers of the court and all 
civil and military employees of the government. 

The statute law of the various States and territories 
on the subject of receiverships is likewise comparatively 
meagre. 5 A great deal of this, moreover, does not apply 
to railroad receiverships, having reference mainly to fore- 
closures against individuals, the dissolution of corpora- 
tions or partnerships, infants' estates, and the like. 
The State law is chiefly of a very general character^ 
containing few restrictions, in fact leaving the courts 
almost as free to follow out their own notions on the sub- 
ject as if there had been no legislation whatever. The 
more common specifications are as to what courts may 
appoint receivers, the matter of the receiver's bond, the 

1 U. S. Statutes at Large, 53rd Cong., Sess. II, chaps. 301, 307 ; Sess. 
HI, chap. 187 ; 54th Coiig., Sess. I, chaps. 33, 373. 

2 Except in regard to receivers of national banks. 

8 Act of March 3, 1887, 24 Statutes at Large, chap. 373. 
4 U. S. Statutes at Large, 54th Cong., Sess. I, chap. 252, \ 20. 
6 This is not strange, as several, especially of the western States and 
territories, have never had a railroad receivership case in their courts* 
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method of appeal, the right of the court to remove a 
receiver at pleasure, the duty of the receiver to list prop- 
erty for taxation, the punishment of the receiver for 
embezzlement. 

In regard to the appointment of receivers the Califor- 
nia law is a type of such laws as treat the subject in 
any detail. 1 After specifying five classes of cases in 
which receivers may be appointed, the law adds as sixth, 
cases " where receivers have been appointed by usage of 
courts of equity." 2 The Revised Statutes of Arizona 3 
empower judges of the district courts to " appoint re- 
ceivers in suits pending, when no other adequate remedy 
is given by law for protection of property or rights." 
The statutes of Arkansas permit 4 the appointment of a 
receiver u whenever it shall not be forbidden by law, and 
shall be deemed fair and proper in any case in equity." 

1 This is substantially the law of Colorado (Code of Procedure, 1890, 
\ 163), Idaho (Revised Statutes of 1887, $ 4329), Indiana (Revised 
Statutes, 1896, \ 1222), Kansas (General Statutes, 1889, \ 4349), Min- # 
nesota (General Statutes, 1894, \ 5351), Montana (Codes and Statutes, 
1895, I 950), Nebraska (Compiled Statutes, 1895, $ 5837), Nevada 
(General Statutes, 1885, J 3168), North Dakota (Revised Codes, 1895, 
? 5403), Ohio (Revised Statutes, 1894, §3587), Oklahoma (Statutes, 
1893, \ 4144), South Dakota (Compiled Laws of Dakota, 1887, \ 5015), 
Texas (Revised Civil Statutes, 1895, Art. 1465), Utah ( Compiled Laws, 
1888, \ 3330), Wyoming (Revised Statutes, 1887, \ 2935). 

California Code of Civil Procedure (1885). \ 564. 

1 Edition of 1887, \ 884. This is similar to the law of Georgia (Code 
of 1882, \ 274), Tennessee (Code of 1896, \ 5549). 

4 Digest of 1894, \ 5964. The provision is similar, though the word- 
ing is slightly different, in Iowa (Code, 1888, \ 41 13), Kentucky (Codes 
of Practice, 1895, ? 298), Kansas (General Statutes, 1889, 2 43°6)» Mis- 
souri (Code of Civil Procedure, 1896, \ 567), South Carolina (Code of 
Civil Procedure, 1893, \ 265), Washington (Revised Statutes and 
Codes, 1896, \ 4739). West Virginia (Code, 1891, page 845). 
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The Michigan law is much more strict in terms, 1 author- 
izing the appointment of a receiver in cases pending in 
chancery only u when such appointment is allowed by 
law ;" 2 but the number of specific cases in which the law 
allows such appointment is very large. 3 

The power of the receiver is left equally indefinite. 
The California law declares that u the receiver has, 

under the control of the court, power generally 

to do such acts respecting the property as the court may 
authorize," 4 and the statutes of Arkansas 5 confer on re- 
ceivers " all the powers which a receiver in a court of 
equity can have or possess, unless otherwise provided in 
this act." 

Actual restrictions are very few. The most common 
is the provision that " no party, attorney or person inter- 
ested in a suit 6 shall be appointed receiver therein." 7 

1 The same is true of New York (Revised Statutes, 1896, pages 2679, 
677), North Carolina (Code of Civil Procedure, i8qi, \\ 379, 494), 
Oregon (Codes, 18S5, \ 1062). 

2 General Statutes ( 1882), { 6524. 

8 Id. U 7936, 8064, 8111, 8r 5 8, 8386, 8634, 8744, 8749. 8181. 

4 Code of Civil Procedure ( 1885), \ 563. This is the wording also of 
the law of Arizona (Revised Statutes, 1887, \ 892), Idaho (Revised 
Statutes of 1887, 2 4333)» Indiana (Horner's Revised Statutes, 1896, 
? 1230), Iowa (McCain's Code, 1888, \ 4115), Kentucky (Codes of 
Practice, 1895, \ 302), Kausas (General Statutes, 1889, \\ 4352, 1281), 
Montana (Codes and Statutes, 1895, 'i 955), North Dakota (Revised 
Codes, 1895, \ 5406), Ohio (Revised Statutes, 1894, \ 5590), Oklahoma 
(Statutes, 1893, \ 4147), South Dakota (Compiled Laws of Dakota, 
1887, ? 5019), Texas (Revised Civil Statutes, 1895, Art. 1470), Utah 
(Compiled Laws, 1888, \ 3334), Washington (Revised Statutes and 
Codes, 1896, ? 4744), and Wyoming (Revised Statutes, 1887, \ 2938). 

6 Digest of 1894, \ 5967. 

6 A California statute of 1897 (I 1 ) adds the words, " or related to any 
judge of the court by consanguinity or affinity within the third degree." 

7 Revised Statutes of Arizona (1887), i 888 ; Digest of the Statutes of 



60 Economic Studies. 

But sometimes there is added the clause, " without the 
written consent of the parties," 1 — which practically 
nullifies the restriction in the case of friendly receiver- 
ships, where the same persons in effect are both plaintiffs 
and defendants. 

Perhaps the most effective restriction is to be found in 
two recent laws of Alabama 2 which require a bond before 
a receiver is appointed, when notice has not been given, 3 
and in any case exact from the applicant a bond to in- 
demnify persons who may be injured by the appointment 
of a receiver in case the appointment is vacated. 4 The 
Nebraska law forbids an appointment except after notices 
to all parties affected, 5 and makes such an appointment 

Arkansas (1894), \ 5977 ; Horner's Revised Statutes of Indiana (1896), 
\ 1223 ; Codes of Practice of Kentucky (1895), \ 300; General Statutes 
of Kansas (1889), \ 4350; Compiled Statutes of Nebraska (1895), \ 
5840 ; Statutes of Oklahoma (1893), \ 4145 ; Revised Civil Statutes of 
Texas (1895), Art. 1466; Revised Statutes and Codes of Washington 

(1896), 2 4739- 

1 California Code of Civil Procedure (1885), \ 566 ; Compiled Laws 
of Dakota (1887) (for South Dakota), \ 5017 ; Revised Statutes of 
Idaho (1887), \ 4331 ; Codes and Statutes of Montana (1895), \ 953 ; 
Revised Codes of North Dakota ( 1895), \ 5404 ; Revised Statutes of 
Ohio (1894), $ 5388; Compiled Laws of Utah (1888), g 3332 ; Revised 
Statutes of Wyoming (1887), § 2936. 

2 Acts of 1894-5, Nos. 123, 337. 

1 The California Code of Civil Procedure permits the court to require 
an undertaking, to protect the defendant, when a receiver is appointed 
on an ex parte application (? 566). Similarly also in Montana (Codes 
and Statutes, 1895, \ 953), North Dakota (Revised Codes, 1895, \ 5404), 
South Dakota (Compiled Laws of Dakota, 1887, ? 5 OI 7)» Utah (Com- 
piled Laws, 1888, \ 3332). The Mississippi law compels the court to 
require a bond of the applicant in such cases (Annotated Code, 1892, 

i 575). 

4 This last provision is also found in the Nebraska law ( Compiled 
Statutes, 1895, § 5840). 

6 So also does the Code of West Virginia, 1891, p. 845. 
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void. 1 A newly enacted law of South Carolina 2 requires 
a notice, and forbids the appointment of a receiver before 
final judgment if the party claiming the property offers 
a bond to an amount double the value of the property, 
and when a receiver is improperly appointed, the ex- 
penses of the receivership are not to be a charge on the 
whole property, but only on the interests of the parties 
procuring the appointment. 

Laws on the subject of receiverships which refer par- 
ticularly to railroads are very scarce indeed, and have 
nearly all been enacted within the last few years. Aside 
from such as merely require receivers to make such re- 
turns and reports for purposes of taxation and otherwise, 
as are required of operating companies generally, 3 they 
are as follows : The laws of Georgia direct receivers of 
railroads u to apply the income to the incidental expenses 
necessary to the carrying on said business, including 
damages for which the road is liable as a common car- 
rier." 4 A receiver operating a railroad is further declared 
liable for injuries to persons in his employ, the same as 
a corporation,, and a first lien 5 in favor of such persons is 
created on the gross income. What is quite unusual in 
State receiverships, 6 suits are permitted to be brought 

1 Compiled Statutes (1895), \\ 5838, 5845. 

2 Acts of 1897, No. 325. 

8 Connecticut Acts of 1895, \\ 3585, 3919, 3920. 

4 Code of 1882, i 278, a. 

6 In Ohio judgments against the receiver for injuries to persons or 
property, wages of employees, or material used in operation, constitute 
a lien on the property in the hands of the receiver (Revised Statutes, 

1894, 2 34I7)- 

6 The Revised Statutes of Ohio (1894, \ 3415) also contain this pro- 
vision ; likewise the Revised Civil Statutes of Texas (1895, Art. 1483) 
and the Acts of the General Assembly of Virginia (1887, Chap. 176). 

2 
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against the receiver without the suitor's. getting leave to 
sue him from the court by which the receiver was 
appointed. 1 Indiana holds receivers of railroads liable 
for stock killed. 2 A recent law of Massachusetts 3 pro- 
hibits the obstruction of highways by receivers of rail- 
road corporations. 

Besides the common provisions, the Kentucky law 4 
specially provides, in case of an execution of a judg- 
ment against a railroad company being returned " no 
property found," for a receiver to operate the road until 
he collects, besides paying the operating expenses and 
keeping the road in repair, a sum sufficient to pay the 
judgment and costs. The Kansas law directs the court 
to appoint a receiver on the entry of a judgment, decree 
or order of foreclosure. 5 A law of New York, enacted 
in 1896, permits receivers appointed by courts of other 
States or of the United States, for the whole of a rail- 
road the greater part of which is in their jurisdiction, to 
sue and be sued in the courts of New York. 6 The Ver- 
mont law 7 makes special provision for railroad receivers 
appointed in other States to be appointed in Vermont 
also. An act of Oregon in 1893 requires receivers to 
pay, out of the first receipts, after current operating ex- 
penses have been defrayed, all employees' wages accrued 

1 Acts of 1895, No. 224. 

5 Horner's Revised Statutes, 1896, \ 4025. 
8 Acts of 1895, Chap. 173. 

4 Statutes, (1894) I 814. 

6 General Statutes (1889) \ 1281. 
6 Chap. 356, J 1. 

'Statutes (1894) \ 3974. 
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within six months prior to the receivership ; they must 
also pay all employees every thirty days, and if current 
receipts are insufficient, must issue certificates bearing 
eight per cent, interest, and payable out of the first 
earnings; 1 an act of Utah in 1896 2 makes laborers' 
wages for one year prior to the receivership 3 a preferred 
debt, and a New York statute of 1897 4 gives wages of 
employees priority to every other debt or claim. 

The laws of Maine 5 provide for a receiver to be ap- 
pointed for a railroad when the company neglects to 
operate it regularly for sixty days, 6 but subjects the re- 
ceiver, under such circumstances, to the same restric- 
tions as the charter and the laws imposed on the original 
incorporators, except that he is specifically authorized, 
if necessary to repair the road, to create a lien which 
shall take precedence even of the first mortgage bonds ; 
and he is required to return the road to the company 
when they pay off such lien, with interest, and all ar- 

1 General Laws of 1893, page 30. 

2 Chap. XLIX. 

8 In Wisconsin it is three months ; (Laws of 1888, Ch. 48) ; so also 
in Connecticut (Acts of 1897, Ch. XL) though only to the amount of 
J 1 00 ; in Massachusetts (Acts of 1897, Ch. 400) wages not exceeding 
$100 for labor within one year or for the recovery of which suit com- 
menced within one year after the performance thereof is pending, or 
has terminated within one year prior to the receivership, have priority 
over all other debts except such as are due to any branch of the State 
or federal government. 

4 Chap. 415. 

5 Revised Statutes of 1883, Chap. 51, \\ 47-50. 

6 The New Jersey law requires the chancellor, upon petition of 
citizens, to appoint a receiver for a railroad when it fails, for ten days, 
to run trains regularly on any part of its road ; ( General Statutes, 
1896, page 2689). 
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rears of expenses, if a bond is given to operate the road 
for five years. 

The law of South Carolina x makes the receiver per- 
sonally liable for the taxes of the railroad. 

The statute of Texas, adopted in 1889, is the most 
extensive piece of legislation on the subject of receiver- 
ships. 2 Besides the general provisions already noted it 
prohibits the appointment, as receiver, of any person 
who is not a citizen of Texas qualified to vote, and de- 
clares an appointment in violation of this provision void, 
and the charter forfeited of any corporation which pro- 
cures such an appointment. It further declares that the 
jurisdiction to appoint receivers for property situated in 
Texas is limited to courts of that State. 3 Application 
for a receivership cannot be made by a corporation for 
itself. The funds in the hands of receivers are directed 
to be applied first to paying costs of the suit ; 2nd, 
wages of employees ; 3rd, debts for materials and sup- 
plies ; 4th, debts for betterments and improvements ; 5th, 
claims on contracts and for personal injuries and stock 
killed ; 6th, judgments recovered against the corporation 
in suits brought before the appointment of the receiver. 
Property in the hands of the receiver is declared subject 
to execution, judgments create a first lien on the property, 
and the property is charged with the lien even after the 
receivership. Indeed the discharge of the receiver does 

1 Revised Statutes (1893) # $ 225, 226. 

3 Revised Civil Statutes of Texas (1895) Art. 1466-1492. 

8 The purpose is of course to prevent the federal courts from ap- 
pointing receivers in Texas, incredible as it may seem that any legis- 
lator could suppose that a federal court would ever look to a Texas 
statute for a definition of its jurisdiction. 
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not work abatement, but the receiver and the person to 
whom the property is delivered are both liable and may 
be sued for an unpaid claim ; the property re-delivered 
by the receiver without sale is liable for debts, and both 
judgments and-unsued claims have a preference lien over 
the mortgage, and so has a floating debt created by order 
of the court to make betterments on the property. No 
corporation can be administered by the direction of the 
court for more than three years, and at the end of that 
time, if the receivership has not been terminated, the 
affairs of the corporation must be wound up unless this 
is prevented by appeals. 

With the exception of the Texas law, which can 
hardly be said as yet to have had any direct influence l 
it will be seen that, for the most part, these laws are 
very general in their character. Only a few of them, 
and these in a very small number of States, limit the 
discretion of the court either in the creation or in the 
management of receiverships. The courts are thus left 
to depend very largely on such precedents as they may 
find in English and American judicial decisions, and upon 
their own devices. And as many of the decisions have 
not emanated from the court of last resort, 2 not a few 
judges have refused to be bound by them. How the 
laws have been applied in actual cases, will be seen in 
another chapter. 

1 Naturally the law has not encouraged railroad bondholders to seek 
receiverships in Texas courts of late. 

2 Indeed, since the passage of the Act of March 3, 1S91, railroad re- 
ceivership suits can no longer, save in very exceptional cases, be ap- 
pealed to the Supreme Court of the United States. See below, page 
150 



CHAPTER II. 

THE HISTORY AND STATISTICS OF RAILROAD RECEIVER- 
SHIPS IN THE UNITED STATES. 

While railroad receiverships were not uncommon at 
an earlier period, 1 their great frequency and importance 
have been within the last twenty-five years. 2 During 
this time more than seven hundred railroad companies, 
with a mileage exceeding 100,000 miles, have been put 
into receiverships. It would be a serious error, how- 
ever, to say that considerably more than one-half 
the railroad mileage of the country 3 has passed 

1 The panic of 1857 was severe in its effects on railroads. In 1859 
more than a score of corporations, owning, in the aggregate, over 
2,500 miles of railroad, that is, about ten percent, of the total mileage 
of the country, were in receiverships. 

2 Among the more important of the earlier receiverships were the 
Vermont Central Railroad (120 miles) 1855-84, the Canandaigua & 
Niagara Falls Railroad (100 miles) 1856-58, the Marietta & Cincinnati 
Railroad (174 miles) 1858-60, the New York & Erie Railroad (465 
miles) 1859-62, the New Albany & Salem Railroad (288 miles) 1859-62* 
the St. Louis, Alton & Chicago Railroad (220 miles) 1859-62. the 
Great Western Railroad (175 miles) 1859-62, the Central Ohio Rail- 
road (137 miles) 1859-65, the Cincinnati, Wilmington & Zanesville 
Railroad (132 miles) 1859-64, the Steubenville & Indiana Railroad (117 
miles) 1859-62, the Columbus, Piqua & Indiana Railroad (103 miles) 
1859-62, the Pittsburg, Ft. Wayne & Chicago Railroad (468 miles) 
1 860-6 r, the La Crosse & Milwaukie Railroad (200 miles) 1S60-65, 
the Atlantic & Great Western Railway (429 miles) 1867-68 and 1869-71. 
Few others prior to 1870 were of railroads owning so much as a 
hundred miles of road. 

•The railroad mileage of the United States is now about 184,000 
miles. 
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through receiverships, because so many roads or 
parts of roads have been in the hands of receivers 
two or three times. 1 While the combinations and disso- 
lutions of railroad companies have been so numerous as 
to complicate the problem very greatly, it is probable 
that not more than one-third of the total mileage has 
been involved in receiverships. The following table 
shows 2 the number of railroads which have gone into 
receiverships each year for the last twenty-eight years. 

1 See below, page 106. 

2 The lists published by the Railway Age for 1876-79 and 1884-97 
differ from these for the following reasons : some omissions from the 
Age's lists have been discovered ; a few cases have been included in 
those lists which were merely new appointments for roads already in 
the hands of a receiver, and some in which the appointment was 
annulled without the receiver ever getting possession ; on the other 
hand a system of roads has been counted as one by the Age when 
from two to two dozen different companies were involved, each under 
a separate receivership. Then in the matter of mileage the Age in- 
cludes both that owned by the company and other mileage operated 
by it, and even the mileage of subsidiary roads operated separately. 
While either plan is subject to some objections, it has been decided 
to include in these tables only the mileage owned by the companies 
concerned, except in two cases, the Cincinnati, New Orleans & Texas 
Pacific Railway and the Central Vermont Railroad, which are large 
operating companies but own no railroad. 
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One caution must be observed in interpreting these 
figures. The great falling off in the number of receiver- 
ships in the years immediately following those in which 
the maximum is reached, does not necessarily indicate 
any improvement in railroad conditions. For instance, 
the number in 1894 was only fifty as compared with one 
hundred thirty-two the preceding year. But at the be- 

*In compiling the table the figures for the mileage of each railroad 
are taken from the Statistics of Railways, published by the Interstate 
Commerce Commission, since 1887 ; before that time, from Poor's 
Manual of the Railroads of the United States. 
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ginning of 1894 nearly all the roads for which receivers 
had been appointed in 1893 were still in the hands of 
receivers. Consequently the fact that any considerable 
number at all was added in 1894, 1895 and 1896, showed 
a continuance of very serious conditions. A somewhat 
more significant table is the following, showing the 
number of railroad companies, with the mileage owned 
by them, actually in the hands of receivers on the first 
day of January and of July since 1873 and the first of each 
month beginning with July 1889. This table would in- 
dicate the condition of affairs very satisfactorily if the 
time which a receivership lasts were always uniform. 
But as there is the widest variety in this respect, even 
this table is in danger of being slightly misleading. 
However, as there is no very material variation from 
year to year in the average duration of receiverships, 
the error is slight. 
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The most frequent reason for receiverships, indeed the 
ground on which the application for a receiver is usually 
based, is the failure of the railroad company to pay the 
interest on its mortgage bonds. 1 

1 Though other creditors than the mortgage bondholders occasion- 
ally bring about a receivership. The claims are sometimes of a com- 
paratively petty character ; e. g., a receiver was appointed in 1885 for 
the New York, Pittsburgh & Chicago Railway at the instance of a for- 
mer employee whom the company owed {1,000. See 10 Railway Age \ 
426, 434- 
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The explanation of the receivership, therefore, is to 
be sought mainly in the causes which have led to the 
interest defaults. So far as the default is not intentional 
on the part of the managers for the purpose of wrecking- 
the road in their own interest, 1 these causes may be 
grouped under three heads : 2 ist, those which concern 
directly the income of the railroad ; 2nd, those which 
concern the operating expenses ; and 3rd, those which 
pertain to the fixed charges. In any particular instance 
any one or all of these causes may have contributed to 
the result, though in most cases it will probably be 
found that more than one cause was at work. 

In considering the bearing of the income on the finan- 
cial standing of the railroad, we have to regard both 
general conditions, that is, those which are felt by all 
roads, and special influences that affect some more than 

1 E. g.,the receivership of the Cincinnati & Eastern Railway in 
1883, was alleged to have been secured for the purpose of enabling a 
syndicate to get the road for less than its value. See 8 Railway Age, 
596. 

2 That is, when, as in most cases, the railroad is carried on as an in- 
dependent enterprise. But the failure of the Philadelphia & Reading 
Railroad, at least at the time of the first receivership, 1880, was at- 
tributed to complications in the coal and iron business in which a 
large part of the company's capital was invested. See 20 Chicago- 
Railway Review, 257. The Adirondack Railroad was included in the 
receivership of the Adirondack Company in 1875, but was only auxili- 
ary to the mining and manufacturing operations of the company. 
See Poor's Manual for 1875-6, page 128. The embarrassments of the 
Vaca Valley & Clear Lake Railroad, for which a receiver was ap- 
pointed in 1878, were caused by the failure of a grain dealer who was 
the chief owner of the road. See 10 Railroad Gazette, 407. The re- 
ceivership of the Houston, East & West Texas Railway in 1885, was 
due to the death of the principal stockholder. See 17 Railroad 
Gazette, 462. 
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others. And one of the most obvious generalizations 
that can be made in regard to the whole matter is, that 
years of general business depression have been the ones 
most prolific of receiverships. Thus the panic of 1837, 1 
although coming so soon after the beginning of railroad 
building, was followed immediately by a long list of 
receiverships, and in more recent years receiverships 
have reached the maximum in 1876, 1886 and 1894, 
and almost disappeared toward the close of 1883, while 
the year 1887 saw less than three-fourths of one per 
cent, of the railroad mileage of the country put into 
receiverships. Commonplace as this may seem, it is of 
more consequence than at first appears, since it at once 
overthrows the notion that receiverships have been pro- 
duced chiefly by unfavorable legislation. This is shown 
in two ways : first, because railroad failures have come 
about largely in great business crises in which failures 
have been general in all lines of activity, not directly 
affected by the legislation, and secondly, because the 
different maximum periods have occurred under radi- 
cally different conditions so far as legislation is concerned. 

But general business conditions, though so important, 
can be only a contributing — often the chief, but never 
the sole cause of receiverships. For general depression 
affects all roads, while only a minority succumb. We 
must look therefore to special causes to explain why 
certain railroad enterprises fall while others continue to 
stand. 

At the outset it will be seen that some conditions 

1 See also note 1 above, page 66. 
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which at first sight appear general really have a very 
much greater effect on some roads than on others. For 
example, a failure of crops affects the income mainly of 
those roads which penetrate the staple agricultural dis- 
tricts, 1 affecting others indirectly, by lessening general 
purchasing power. 

A time of panic also affects roads differently according 
as receipts from passenger service or those from freight 

service contribute the larger percentage of the income 
of the road. The year ending June 30, 1894, showed a 
decrease in freight earnings as compared with the pre- 
ceding year of 15.63 per cent, for the United States as a 
whole, the decrease being very marked in every one of 
the ten territorial groups into which the country is dis- 
tricted by the Interstate Commerce Commission. Pas- 
senger earnings, on the other hand, decreased only 5.35 
per cent, for the whole country, while in the regions 
bounded by the Great Lakes and the Ohio and Missouri 
rivers, as well as in the Louisiana-Texas district the 
passenger receipts actually increased in this panic year. 
In the former case the increase was to be explained by 
the abnormal amount of travel in connection with the 
World's Fair, but in no district was the decrease in pas- 
senger earnings proportional to the decrease in the re- 
ceipts from freight. 2 Under these circumstances we 

1 As another example, an attorney of the Wheeling & Lake Erie 
Railroad attributed the receivership of 1897 largely to the depression 
in the coal trade. As the road depended largely on the coal business, 
its earnings suffered. 

2 That the extent to which the World's Fair swelled passenger re- 
ceipts outside the two districts immediately adjacent to Chicago, is 
less than might be supposed, is shown by the fact that passenger 
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should naturally expect the panic to bear most severely, 
other things being equal, on those roads in whose in- 
come the freight receipts formed a larger proportion 
than the average. 1 Even the passenger earnings them- 
selves are affected by a period of general depression 
differently according to the relative proportion in which 
they are composed of earnings from immigrant travel,, 
from first class long distance travel, from general local 
travel, from excursion and summer or winter resort 
travel and from suburban business. 

In considering the special causes which affect the in- 
come of railroads, legislation must not be overlooked. 
The notion that the Interstate Commerce Act has been 
productive of railroad bankruptcy relies mainly on the 
fact that there has been a somewhat undulating increase 
in receiverships since 1887. It has already been shown 
that railroads are not exceptional in this respect. But a 
glance at the tables on pages 68-71 effectually disposes of 
the superficial notion that the Interstate Commerce Act 
has been a chief cause of receiverships. Save in the 
disastrous '93, the mileage of railroads placed in the 
hands of receivers has never risen, in any year since the 
passage of the Interstate Commerce Act, to the figures 

earnings in three of these eight districts actually increased in the year 
after the World's Fair, while in only one was the decrease as high as 
10 per cent., that is, less than two-thirds as great as the decrease in 
freight earnings for the whole country in 1894. 

1 Of the 24 operating companies owning 300 or more miles of rail- 
road each, which were in the hands of receivers 30 June 1894, the 
proportion of freight earnings to total earnings decidedly exceeded 
the average proportion for all operating roads, in 19 cases. In 1895 
there were 17 similar cases out of a total of 23. 
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attained in 1875, 1884 and 1885, 1 although the total 
mileage of the United States had increased nearly 42 
per cent, from 1884 to 1893 and more than 138 per cent, 
since 1875. If the Interstate Commerce Act were the 
chief cause of receiverships, statistics ought to show that, 
after the law had been in effect for some time, receiver- 
ships became more numerous than before the law was 
enacted. But as a matter of fact, the number of rail- 
roads in the hands of receivers did not, for nearly six 
years after the passage of the law, become as great as it 
had been two years before the law was passed, while it 
was not till September 1893, w T hen the country was in 
the midst of the most disastrous panic which it has ever 
experienced, that the mileage of railroads in the hands 
of receivers rose to as high a point as had been reached 
in 1886, and even in 1877 when three-fifths of the pres- 
ent railroad mileage was yet unbuilt. 2 

The particular clauses of the Interstate Commerce Act 
which have been alleged to be specially burdensome to 
the railroads are the " long and short haul " clause and 
the prohibition of pools. In respect to the former, the 
Commission has always been very ready to make the 
permitted exception where any reasonable grounds could 
be found. And in other instances the clause has not 
been vigorously enough enforced to produce any very 
drastic results. 

1 1893 and 1894 are the only years in which the number of receiver- 
ships established has been as great as in 1875 and 1885. 

2 In 1877 more than 18 per cent, of the railroad mileage of the 
country was in the hands of receivers ; at no time, even in 1894, has 
the percentage exceeded 20 and a small fraction. 
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In respect to pools it is probably true that, in so far as 
they are effective in limiting competition, they prevent 
some loss of revenue to certain roads. This, however, 
can mean only one of two things. It may mean only that 
the income is differently distributed, so that some roads 
receive more and others less than they would without the 
pool. In this case it remains to be shown why one dis- 
tribution is preferable to the other. Or it may mean 
that higher rates are maintained. But rates can be 
maintained by a pool only when all the competitors can 
be persuaded to enter the pool and when the pooling 
agreement can be made effective. Now before the en- 
actment of the Interstate Commerce Act, such pools as 
existed were only voluntary agreements which there was 
no effective way to enforce. They were always short- 
lived, the withdrawal of the dissatisfied members speedily 
disrupting them, and even while they lasted, according 
to the very general testimony of the managers of our 
leading transportation lines, secret violation was almost 
universal. 1 Indeed it was frequently alleged by the 
withdrawing member as a reason for the withdrawal 
that other members were violating the pooling agree- 
ment. It may be doubted whether pools were on the 
whole more effective in preventing rate-cutting than such 
general agreements to maintain uniform rates as are still 
in existence. In any event no sweeping conclusions can 
be drawn. The burden of proof must rest on one who 

1 See particularly their testimony before the Senate Select Com- 
mittee on Interstate Commerce, pp. 172, 363, 411, 1205, 1235. 
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would assert that the income of a particular railroad has 
been seriously injured by the prohibition of pools. 1 

While the subject of railroad control by the several 
States cannot be exhaustively discussed here, it may be 
noted that there is no such correspondence between 
thoroughness of State control and frequency of receiver- 
ships as to indicate any clear relation of cause and effect. 
For instance, in Iowa the system of State control, particu- 
larly in the limitation of rates, has probably been carried 
as far as anywhere. The Wabash system, only a small 
fraction of whose mileage was in Iowa, went into a re- 
ceivership in 1885. The Minneapolis & St. Louis Rail- 
way, less than half of whose mileage is in Iowa, followed 
in 1888. Aside from these, however, the only receiver- 
ships established over Iowa lines from 1876 to 1893 have 
been over the Central Iowa, which had already gone 
into a receiver's hands before the beginning of the 
Granger legislation, and two unfinished narrow-gauge 
roads, one 45 miles and the other 90 miles long, neither 
having any important termini or connections. The 
panic of 1893 added to these the Omaha & St. Louis 
Railway — part of the Wabash wreckage — the Sioux 
City & Northern Railroad and the Winona & South- 
western Railway, all together having an Iowa mileage 
of little more than 150 miles. 2 The Humeston & Shen- 

1 This point is practically conceded by the universal abandonment 
of the demand for a mere repeal of this clause of the Interstate Com- 
merce Act, and the substitution, on the part of those formerly taking 
this ground, of a movement for the passage of an act legalizing pools 
subject to the Commission's approval, and making the pooling agree- 
ments enforceable by law. 

* The total railroad mileage of Iowa exceeds 8,500 miles. 
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andoah Railroad, 95 miles long, with country villages 
for both termini, followed two years later. 

There is, however, one force which has been very 
effective in reducing the income of railroads, and that is 
competition. 1 Without any other statistics than a railroad 
map it is easy to see that with six companies competing 2 
for the business between Chicago and the Twin Cities of 
Minnesota, seven between Chicago and Kansas City, 
four between Chicago and Omaha, five between Chicago 
and St. Louis, three between Chicago and Cincinnati, 
six between New York and Buffalo, and so forth, the 
profits on through business, when divided among so 
many competitors, must be very meagre. 

It will not do, however, to assume that the increase 
of competition has usually driven existing roads into 

1 The important point about competition in this connection is its 
tendency to divide up the traffic so that no competitor gets enough 
business to make the enterprise successful. Doubtless competition 
has also had some effect in reducing rates ; but it must be observed 
that no reliable statistics have been produced to show a greater fall in 
freight rates (much less in passenger rates) during the last quarter 
century, than the fall in general prices of commodities ; furthermore, 
the sections of country where the lowest rates prevail are not those 
where receiverships are most numerous. 

* Notwithstanding the partially monopolistic character of railroads, 
there is still a great amount of competition, even after making all due 
allowance for pools, agreements on rates, etc. There is practical cut- 
ting of rates, in freight through rebates and underbilling, in passenger 
business (to say nothing of underhand dealings by the railroads with 
"scalpers") through the payment of commissions, a practice which 
is ostentatiously "abolished " at frequent intervals. But a more im- 
portant way in which one road seeks to compete with another, is by 
striving to offer better accommodations, in the way of unusual speed 
and comfort, frequency of trains, convenience of terminal facilities, 
etc., or by extensive advertising of its advantages, both in print and 
through soliciting agents. All these methods involve vast expense. 
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bankruptcy. Quite as often the road already established 
has survived, while the new road, built to compete with 
the first, has been unable to compete successfully, and 
has gone into a receivership. The new road has often 
had to compete at a disadvantage by reason of its longer 
route or heavier grades or more expensive engineering, 
or imperfect connections or terminals, or even its lack 
of well established patronage. 1 

Sometimes, however, the new road succeeds in com- 
peting for the through business fairly well, but passes 
through a section which, either because of the sparse- 
ness of its population or its previous possession of rail- 
road facilties, offers little of the local traffic which its 
rival finds so profitable. 2 

There are instances, however, in which the stress of 
competition has fallen very heavily upon the old road. 
The Union Pacific Railway furnishes one of the most 
striking illustrations. From having a complete mo- 
nopoly of the railroad business west of the Missouri 
river, it has been obliged to divide the transcontinental 

1 For example, the New York & New England Railroad depended 
on a rival (which has since absorbed it) for entrance to New York 
City. The Erie Railway can get first-class passengers between New 
York and Chicago only by taking them for two dollars less than the 
Pennsylvania lines, thus reducing all its revenue from this source 
more than ten per cent., while at the same time it must be at the ex- 
pense of carrying these passengers 83 miles farther than its rival. 

2 The Erie again excellently illustrates this point For many inter- 
esting facts about the peculiar position of the Erie see Van Oss, 
American Railroads as Investments, pp. 211 ff. The Lake Erie & 
Western Railway (from Sandusky to Peoria) is another road which 
was included in the list of receiverships for 1885, because most of its 
traffic was through business at competitive points, carried at low rates. 
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traffic with six competitors, it has a formidable rival at 
Ogden and another at Cheyenne, while four other lines 
from the East penetrate Colorado. The great develop- 
ment of its local business hardly compensates the Union 
Pacific for the loss of these advantages. The Northern 
Pacific Railroad had a somewhat similar experience. 
At its completion it opened up a country destitute of 
other connection with the East. But the completion of 
the Great Northern Railway with its easier grades, the 
Canadian Pacific Railway with a government treasury 
behind it, and the extension of the Union Pacific system 
to Oregon proved too much for it, and it passed into a 
receivership 1 in the panic of 1893. 

A form of competition from which much has been 
feared for the railroads, is that of electric trolley lines, 
especially in the suburbs of great cities. While this 
competition may come to be very formidable, it has not 
yet led to any receiverships. It is a fact whose signifi- 
cance is not limited to this particular point that the New 
York & New England Railroad is the only railroad going 
into a receivership since 1890 in whose income receipts 

1 The same thing has happened to minor roads in very many in- 
stances. The Philadelphia & Atlantic City Railway, throughout its 
length, was built parallel and close to the Camden & Atlantic, and 
spent most of ils independent existence in a receivership (1878-83). 
The Brooklyn, Bath & Coney Island Railroad was very profitable till 
the multiplication of roads to Coney Island divided the business and 
forced it into foreclosure proceedings in 1884. In the case of the 
Prescott & Arizona Central Railway, the travel became almost nothing 
after the building of the Santa F£, Prescott & Phoenix Railway, 
which is fourteen miles shorter, and soon after the beginning of the 
receivership in 1893, operations were suspended along the whole 
seventy-three miles of its length. 
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from suburban business formed any important element. 1 
Few of them have had any suburban business at all. Of 
the 210 roads in receivers* hands July i, 1894, and the 
hundred more which have since succumbed, only eight 
had termini in any of the nine cities with a population 
exceeding 275,000, and few even of these had any exten- 
sive suburban business. 

Another form of competition which limits the earnings 
of railroads is that of water-routes, especially along the 
Great Lakes and the Atlantic coast. It is difficult to re- 
fer particular cases of bankruptcy to this cause, how- 
ever. Indeed the trunk lines which have been most di- 
rectly affected by this competition are among the most 
prosperous railroads in the country. 

A great deal of complaint has been made by railroad 
managers of the competition of Canadian roads not 
subject to the Interstate Commerce Act As in the case 
of water competition, however, the lines affected, 
especially east of St Paul, have generally been strong 
enough to hold out in spite of this difficulty. But the 
Northern Pacific failure, as already intimated, was doubt- 
less due in some measure to this competition. The hard- 
' ship has come, however, not so much from the operation 
of the law as from the fact that government subsidies, 
granted for political reasons, give the Canadian Pacific 
Railway peculiar advantages. 

It remains to notice the case of roads which have 
been unwisely pushed into regions too far in advance of 

1 The Chicago & Northern Pacific Railroad developed considerable 
suburban business under the receivership. 
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settlement, so that, although free from competition, they 
have been driven into receiverships from lack of suffi- 
cient business to enable the road to keep its receipts up 
to its expenses. This explanation applies to many short 
roads in various parts of the country. Naturally but 
few long lines could be placed in this class, since the 
failure is apt to come before the line has extended far. 
To some extent, however, this may account for the con- 
dition of the Atlantic & Pacific Railroad, 1 the Fort 
Worth & Denver City Railway, the former Denver & 
Rio Grande Western Railway, and perhaps others. 

It is now possible to give another explanation for the 
increase in receiverships since 1887. That year marked 
not only the passage of the Interstate Commerce Act, 
but also the climax in the era of railroad building. In 
the seven years preceding 1887 the railroad mileage of 
the United States had increased more than 57 per cent. 
The railroad building of 1887 alone exceeded nine per 
cent, of even this now greatly increased mileage. 2 But 
railroad building did not stop with 1887 ; the total 
mileage of the country has increased nearly 24 per 
cent, more in the decade which has since elapsed. If 
so-called over-production is to be held responsible for 
financial reverses in any line of enterprise, there are 
certainly few fields where it has been more active than 
in railroad construction. 

1 The earnings per mile of this road for the year 1893-94 were more 
than thirty per cent, below the average earnings of the "group," and 
the showing for the earlier months, which preceded the appointment 
of the receiver, was worse. 

2 Barely as many miles of railroad were built in the whole twenty- 
three years, 1830-1852, as were built in the single year, 1887. 
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In some instances it has happened that the earnings 
of the main part of a system have been sufficient to en- 
able the road to meet its expenses, but the weight of 
numerous unprofitable branches and extensions has been 
too much for it. The Wabash, St. Louis & Pacific 
Railway was one of the most striking illustrations. 
This road with a mileage of 3,566, spread over a region 
extending from Lake Erie to the Missouri river, and 
from St. Louis to northwestern Iowa, went into a re- 
ceivership in 1884. The receiver used the pruning 
knife freely, and the reorganized Wabash Railroad 
passed safely through the severe depression of 1893—94 
with 1,979 m il es of main track. The Indianapolis, Cin- 
cinnati & Lafayette Railroad was solvent when a re- 
ceiver was appointed in 1870, but was incumbered with 
a debt of $700,000 for the construction of branch roads 
which were dead weights. The collapse of the Ohio & 
Mississippi Railroad in 1876 was declared by the receiver 
to be due to the construction of the Louisville branch, 
together with the expense of changing the gauge of the 
road. 1 Somewhat akin to this are such cases as that of 
the Louisville, New Albany & Chicago Railway (1896) 
which was brought to a condition of bankruptcy chiefly 
through having guaranteed to the amount of $1,185,000 
the bonds of the Richmond, Nicholasville, Irvine & 
Beattyville Railroad which was never completed and 
became insolvent. 

Misfortunes beyond human control have occasionally 

1 But dissatisfied stockholders held the receivership to be part of a 
corrupt scheme to absorb the property in the interests of the Balti- 
more & Ohio Railroad. 
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been the means of curtailing the income of a road so 
seriously as to bring on a receivership. The embarrass- 
ment of the' Atlantic & Gulf Railroad, which cul- 
minated in the receivership of 1877, was attributed by 
its president to the violent epidemic of yellow fever in 
Savannah in the summer of 1876, paralyzing industries 
and reducing commerce. 1 Terrible storms in July 1875, 
put a stop to all business on the Maiietta, Pittsburgh & 
Cleveland Railroad, and the importunity of creditors im- 
mediately led to a receivership. 2 The receivership of 
the Texas & Pacific Railway 3 in 1885 was occasioned 
mainly by a large decrease in earnings in consequence of 
the heavy floods in Louisiana which closed the New 
Orleans division for several months, together with the 
failure of the cotton crop in Texas. 4 The Cairo & St. 
Louis Railroad was subjected to heavy losses in 1877 
by the failure of a tunnel and by the repeated destruc- 
tion of the road near Cairo by the Mississippi river, 
although the receivership was also due partly to the 
failure of suits to compel the issue of municipal bonds 
voted in aid of the enterprise. 5 Creditors of the Chicago 
& Pacific Railroad, who secured the appointment of a 
receiver in 1876, alleged that the road had earned its ex- 
penses and interest, but that these monies had been 
diverted to extend the line. 6 

1 9 Railroad Gazette 2 1 . 
2 7 Railroad Gazette, 349. 
8 But see also below, page 92. 

4 Poor's Manual for 1886, page 815. 

5 9 Railroad Gazette \ 556. 

6 12 Chicago Railway Review, 155. 
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On the side of expenditures it is quite possible that 
some roads have passed into receiverships in consequence 
of excessive costs for operating expenses. But it is very 
difficult to determine what reasonable costs of operation 
are, without a minute investigation of all the peculiar 
circumstances and conditions of each individual road. 
General statistics do not disclose any striking contrasts 
in this particular between roads which have passed 
under receiverships and those which have not. Of late 
the effort to reduce expenses of operation to a minimum 
has been very general, though it is quite possible that 
lack of sufficient care in this direction may have been a 
more common cause of receiverships in an earlier period 
than in recent years. 

Occasionally, however, there have been extraordinary 
expenditures necessitated, or liabilities unintentionally 
incurred, which have bankrupted a railroad company. 
In consequence of an accident on the New York & Sea 
Beach Railway on Labor Day, 1895, claims for damages 
were pressed upon the company to an amount far ex- 
ceeding their entire capital stock and bonded debt. To 
anticipate action unfavorable to their claims the bond- 
holders proceeded to foreclose their mortgages upon the 
railroad, and a receiver was appointed in January 1896. 1 
It was to forestall judgments because of claims to the 
amount of half a million dollars on account of the de- 
falcation of the secretary and treasurer several years be- 
fore, that a receiver was appointed in 1893 for the 

1 28 Railroad Gazette ', 50. 
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Cincinnati, New Orleans & Texas Pacific Railway Com- 
pany. 1 

But when we come to the matter of fixed charges the 
case is more obvious. Many railroads which have gone 
into receiverships have been operated by other com- 
panies. Their expenses consist entirely of fixed charges, 
and the causes of their failure are apt to be complicated 
with those of the operating company. But of the operating 
companies which were in the hands of receivers, June 30, 
1894, there were few whose fixed charges did not form a 
much higher percentage of their total expenditures than 
the average of the geographical groups to which they 
belong. 2 When it is observed that this average runs 
from 25 to 44 per cent, in the different groups and ex- 
ceeds 33 per cent, for the country as a whole, it can be 
.seen that the roads which exceed the average must be 
very heavily hampered unless their operating expenses 
are exceptionally small. 

The weight of the fixed charges is a matter of great 
importance because of the fact that these charges are 
most oppressive when the business of the road is in the 
worst condition. When the traffic is light, a large share 
of the ordinary operating expenses can be correspond- 
ingly curtailed. But the payment of the fixed charges 
must be kept up in all contingencies. The chief portion 

1 25 Railroad Gazette^ 236. "The immediate cause of the receiver- 
ship was the decision of the Superior Court of Cincinnati in the so- 
called ' Doughty over-issue cases,' whereby the company was held 
liable for the issue by a former secretary of a large amount of fraudu- 
lent stock." Hollander, The Cincinnati Southern Railway, p. 53. 

2 The exact figures for each road may be seen in the statistical report 
of the Interstate Commerce Commission. 
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of the fixed charges of American railroads consists of 
interest on the bonded debt. The bonded debt, bearing 
a fixed rate of interest, regardless of the income of the 
road, is the chief financial reliance of the American rail- 
road. In England the bonds are not a lien on the fran- 
chises and physical property of the road as in America, 
but only on the income. When income falls short, the 
bondholder must suffer with the stockholder, and there 
is no such thing as a foreclosure of the road. Income 
bonds have never been general in the United States, 1 
however, and do not seem to be on the increase. The 
outlook for their sale would not seem to be encouraging, 
since of those in existence in 1895 more than 91 per 
cent, paid nothing to their owners, and of the few which 
did pay at all, nearly three-fourths paid less than four 
per cent. 2 Of the 210 railroads which were in the hands 
of receivers June 30, 1894, only sixteen roads, belonging 
to eleven systems, had any income bonds at all, and the 
total amount of these bonds was less than $107,000,000 
out of an aggregate bonded indebtedness on the part of 
these specially fortunate roads, of about $703,000,000. 
On the whole then, the elasticity afforded by income 
bonds was hardly appreciable, and to nearly all the 
roads a slight curtailing of income meant a breaking 
dow r n under the weight of the fixed charges. The Inter- 
state Commerce Commission notes 8 that, of the roads in 

x Of the funded debt of American railroads in 1895, only four and 
a half per cent, consisted of income bonds, — more than in 1894, but 
less than in the three years before. 

2 In this respect income bonds made a worse showing than stock- 
Only seventy per cent, of the stock failed to pay dividends. 

'Report, 1894, p. 69. 
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the hands of receivers on the above date, only eighteen 
had paid any dividends to their stockholders since 1880, 
their entire net earnings in prosperous times being 
scarcely adequate to pay the interest on their indebted- 
ness and other fixed charges. 

Whether American railroads are generally too heavily 
capitalized or not, this is undoubtedly the condition of 
very many small roads which have helped to swell the 
lists of receiverships. 1 But out of eighteen railroads 
owning or operating more than 300 miles each which 
are at present 2 in receiverships, only ten are capitalized 
as high as the average of the geographical groups in 
which they are situated. And in all but two of the ten 
a large part of the excess is represented by stocks and 
bonds of other companies owned, or by the equipment 
necessary to operate great systems of leased lines. 

The list of receiverships has been very much ex- 
tended, though the additional mileage involved is, of 
necessity, comparatively small, by the great number of 
roads whose construction has been undertaken with in- 
sufficient capital to complete the work. In other 
instances the work has been delayed from various causes, 
so that obligations have matured before the road has 

1 E.g., the Clarinda & St. Louis Railroad, twenty-two miles, was 
built for {8,000 per mile and — to say nothing of the stock — bunded 
for $ 12,000 per mile. Nor did the difference represent an increase in 
value. The receiver appointed in 1884 expected to have to sell the 
whole property for $40,000. As a matter of fact, he could not sell it 
at all, and it was abandoned and the track taken up. See 21 Railroad 
Gazette ', 812. This, by the way, was one of those roads built not to 
meet any public need, but in the futile hope of getting the business 
away from a competitor whose track was close alongside. 

2 March 1, 1898. 
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reached a condition such as to enable it to earn a revenue 
at all or on only a very small portion of its length. 1 The 
Cleveland, Delphos & St. Louis Railroad, a narrow 
gauge road 46 miles long, though not insolvent, was 
placed in the hands of a receiver in 1884 on application 
of the stockholders, in order to complete arrangements 
for an extension. 2 Several conflicting liens on the 
Tennessee Central Railroad made financiers unwilling 
to advance money to complete it ; so a receiver was ap- 
pointed in 1895 in order that receiver's certificates might 
be issued for that purpose. 3 In the case of the Hutch- 
inson & Southern Railroad the difficulties in the way of 
completion do not seem to have been financial, but 
rather troubles about the right of way, and interference 
by a county court ; the receiver appointed by the United 
States court in 1893 was sought by the directors in hope 
of securing for the management of the road immunity 
from local judicial control. 4 The embarrassment of the 
Cincinnati & Eastern Railway, 1879, was ascribed to 

1 From among a large number the following may be mentioned as 
a few illustrations of this class : The St. Paul & Pacific (St. Vincent 
extension), 1873 ; the Plymouth, Kankakee & Pacific Railroad, 1874 ; 
the New York, West Shore & Chicago Railroad, 1875 ; tne Chicago, 
Clinton & Western Railroad, 1876; the Manhattan & Northwestern, 
1877 ; the Pennsylvania Petroleum, 1877 ; the Chicago, Millington & 
Western Railroad, the Covington, Flemingsburg & Pound Gap Rail- 
road, and the Springfield, Effingham & Southeastern, 1878 ; the Gal- 
veston, Brazos & Colorado Railroad, 1880 ; the New York & Atlantic 
Railroad, 1883 ; the Newcastle & Northern, 1884 ; the Blue Springs, 
Orange City & Atlantic Railroad, 1886 ; the Palisades Railroad, 1894 ; 
the Atlantic Short Line Railroad, and the Gulf & Interstate, 1895. 

* 16 Railroad Gazette, 492. 

8 27 Railroad Gazette \ 732. 

4 25 Railroad Gazette, 630. 
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the failure of the subscribers to pay up their subscrip- 
tions. 1 A receiver was appointed in 1885 for the Penn- 
sylvania, Slatington & New England Railroad by a 
court of chancery which had directed its sale on the suit 
of a contractor who had obtained a judgment for $3,500, 
The road had not yet got into operation. 2 

As a rule it has been generally understood that the 
appointment of a receiver was not an independent mat- 
ter for the purpose of which a direct suit in equity could 
be brought, but that a receiver could be appointed only 
when an actual suit was entered and one of the parties 
to the suit could show that it would seriously imperil 
his interests to leave the property in the hands of the 
possessor pending the litigation. And the injury must 
be of a sort that would work injustice. But in 1884 
quite an extraordinary decision was made in the United 
States Circuit Court for the Seventh Circuit. After 
executing three mortgages, the Wabash, St. Louis & 
Pacific Railway Company became insolvent and unable 
to pay either the interest on its bonds or the principal 
of a large floating debt which it owed. The corporation 
itself asked for the appointment of general receivers 
and a sale of its property for the benefit of all concerned, 
alleging its insolvency and declaring that if the " lines 
of road were broken up and the fragments thereof 
placed in the hands of various receivers, and the rolling 
stock, materials and supplies seized and scattered abroad, 
the result would be irreparable injury and damage to 

1 11 Railroad Gazette, 64. 

* 10 Railway Age, 396, 434 ; 17 Railroad Gazette, 704. 
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all persons having any interest in said lines of road."' 
On this petition the receivers were appointed. That is 
to say, it was put into the hands of receivers in order to 
prevent the holders of the separate mortgages from 
gaining the possession to which they were entitled by 
foreclosure. 

In the autumn of 1885 the Texas & Pacific Railway 
Company " became satisfied that it could not longer con- 
tinue to pay interest on its bonded debt without first ex- 
pending a large sum of money in renewal of tracks, 
raising roadway, widening cuts and embankments, put- 
ting in new cross-ties, purchasing rolling stock and mo- 
tive power, and the renewal of bridges and other like 
improvements. To ascertain what should be done the 
directors appointed a committee, who, with experts, 
were directed to examine into the condition of the road 
and report" 2 what was necessary to put the road in good 
condition, and the amount of money required. " The 
result of that report was the determination to cease to 
pay interest, and to place the road in the hands of a re- 
ceiver." 3 Consequently the road was operated for 
nearly three years by two receivers, one of whom was 
the vice-president of the company, the railroad being 
relieved for that time from the payment of its fixed 
charges. 

The St. Louis, Cape Girardeau & Ft. Smith Railway 
Company in 1893 was in debt, in embarrassed circum- 

1 Wabash, St. Louis & Pacific Railway Company v. The Central 
Trust Company, 23 Federal Reporter, 272. 

2 ;Texas & Pacific Railway Company v. Johnson, 76 Texas, 421. 
•Texas & Pacific Railway Company v. Johnson, 76 Texas, 421. 
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stances, and some of its creditors were about to sue on its 
overdue obligations. A State court granted the petition 
of the railroad company and appointed a receiver, March 
4, 1894. This plan was not so successful as those 
previously cited, however. In setting aside the action 
the Supreme Court of Missouri, June 4, 1894, character- 
ized it as " simply a petition by a debtor for a receiver 
to manage and carry on its business, so that its credi- 
tors cannot enforce their legal rights in the courts of 
the country." l 

These three instances will perhaps sufficiently illus- 
trate the baldest sort of " friendly " receiverships. 

While the class of causes already enumerated ac- 
counts for a very large majority of the receiverships, 
there are some instances where the reasons for the appli- 
cation had no immediate connection with the financial 
condition of the road. Receivers were appointed in 
1893 f° r *h e Cleveland, Canton & Southern Railroad on 
the application of the company, which professed to be 
solvent, but feared litigation and consequent dissipation 
of funds. 2 In the case of the Gilman, Clinton & Spring- 
field Railroad some of the directors and others organized 
the Morgan Improvement Company to build the road. 
The cost was $1,500,000. The price paid was $2,000,- 
000 in first mortgage bonds, $1,400,000 in stock certifi- 
cates, and all of the bonds ($598,000) subscribed by 
counties and towns along the way. The president and 
two of the directors, who owned three-fourths of the 

x The State ex rel. Merriam, petitioner v. Ross, Judge, et al. t 122 
Missouri Rep., 435. 
2 25 Railroad Gazette ', 711. 

4 
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stock of the Barclay Company, made a contract with 
themselves by which the railroad was bound to buy its 
coal of them at a specified price, and to carry the coal of 
the company at a specified rate. The Illinois Circuit 
Court decided that these transactions constituted a 
breach of trust, 1 and appointed a receiver in 1873. The 
Missouri Circuit Court appointed a receiver for the 
Hannibal & St. Joseph Railroad in 1877 on the applica- 
tion of a stockholder who charged mismanagement by 
the company. 2 

Receivers have occasionally been appointed to man- 
age the property of a leased road, pending litigation in 
a suit to set aside the lease. This was true in 1883 °f 
the Atlantic & North Carolina Railroad 3 which had 
been leased to the Midland, and in 1877 of the Eastern 
Railroad 4 of New Hampshire, leased to the Eastern of 
Massachusetts. The United States Circuit Court 
ordered the receiver of the Denver & Rio Grande Rail- 
way, appointed by the Colorado Circuit Court in 1879, 
to restore the road to the Atchinson, Topeka & Santa 
F£ company, as the road was not insolvent and the re- 
ceivership was a subterfuge to keep the road from the 
lessee. 5 The receivership of the Mammoth Cave Rail- 
road in 1895 is said to have been part of a plan of the 
Louisville & Nashville company to secure a reduction 

1 1 Railway Monitor, 388. 

* The case was not sustained, however, and the Supreme Court re- 
stored the road to the company. 10 Railroad Gazette, 73. 
8 15 Railroad Gazette, 187, 189. 
4 9 Railroad Gazette, 44. 
6 11 Railroad Gazette, 392. 
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of rates on its leased line. 1 A receiver was appointed 
for the Indiana, Bloomington & Western Railway in 
1886 on the application of a judgment creditor on ac- 
count of a dispute as to the terms of the lease of the 
Cincinnati, Sandusky & Cleveland Railroad. 2 

Internal dissensions have been numerous among the 
owners of railroads, and have necessitated, many times, 
the appointment of receivers when there was no insol- 
vency. Receivers were appointed in 1893 f° r the Al- 
toona, Clearfield & Northern Railroad, 3 pending investi- 
gation of the claims of two factions to control the road ; 
in 1877 for the Atlantic & North Carlolina Railroad 4 
pending a decision as to the lawfulness of a new board 
of directors ; for the Lafayette, Muncie & Bloomington 
Railroad 6 in 1877 in consequence of an attempt on the 
part of the bondholders, resisted by the company, to take 
possession of the western division ; for the Kansas & 
Gulf Short Line Railroad 6 in 1885 because of a dispute 
between the stockholders over alleged fraudulent issue ; 
for the Little Rock & Ft. Smith Railroad 7 in 1873 
pending a contest for the possession of the road between 
different boards of directors; for the Michigan Lake 
Shore Railroad 8 in 1873 because of a contest for control 
between different factions representing the interests re- 

1 27 Railroad Gazette ', 440. 
2 18 Railroad Gazette, 484. 
8 25 Railroad Gazette, 897. 
4 9 Railroad Gazette, 127. 
6 10 Railroad Gazette, 73. 
• 17 Railroad Gazette, 814. 
7 1 Railway Monitor, 389. 
8 5 Railroad Gazette, 387. 
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spectively of the Pennsylvania, the Grand Rapids & In- 
diana and the Lake Shore & Michigan Southern ; for 
the Sedalia, Warsaw & Southwestern Railway l in 1893 
on the application of the minority stockholders who 
wished to take the road out of the hands of the Missouri 
Pacific, and make it part of a new line. After taking 
the Denver & Rio Grande Railway from one receiver, 
as noted above, the United States Circuit Court ap- 
pointed another receiver 2 to manage the road till the 
court decided who owned it. The bondholders of the 
New York, Chicago & St. Louis Railway (the " Nickel 
Plate,") averred 3 that the receivership of 1885 was se ~ 
cured to protect the floating debt and keep the road 
under the control of the Lake Shore & Michigan 
Southern Railway ; a somewhat similar theory about 
the Ohio & Mississippi Railroad has already been noted.* 

A few receiverships seem to have been sought as a 
means of enforcing a judicial penalty against a railroad 
company. A receiver was appointed for the Jackson- 
ville Southeastern Railway in 1889 on the ground that 
the company had refused to pay a judgment obtained 
for injuries ; 5 for the Northeastern Railroad of Georgia 
in 1883 on a judgment for $7, 500, although the company 
was not in default. 6 

In other instances the object of the receivership has 
been to prevent the operation of the road from being 

1 25 Railroad Gazette, 844. 
2 1 1 Railroad Gazette, 456. 

* 17 Railroad Gazette, 240. 
4 Note 1, page 84. 

6 21 Railroad Gazette, 437. 

• 15 Railroad Gazette^ 682. 
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interrupted by the judgment creditors. In 1885 a re- 
ceiver was appointed for the Port Jervis & Monticello 
Railroad on the application of the company, when the 
rolling stock had been seized to satisfy a judgment of 
$7,500 for a former employee for injuries. 1 

In at least one instance, that of the Kentucky Central 
Railway in 1889, a receiver was appointed in a suit of 
the State for taxes. 2 For a few weeks in 1874 the New 
Jersey Southern 3 and Long Branch & Seashore 4 Rail- 
roads were put into the care of receivers in accordance 
with a statute of New Jersey which directs such action 
to be taken whenever a railroad company neglects to 
run daily trains for ten successive days. In 1892, with- 
out the authority of any specific statute, an Indiana 
court appointed a receiver for the Chicago & South- 
eastern Railway on the complaint of shippers that the 
road was unable to do business. 5 What promised to be 
a very interesting opportunity for study in a receiver- 
ship distinctly undertaken as a matter of public policy, 
was quickly cut short, however ; for, on the filing of a 
bond to satisfy judgments and taxes, the road was re- 
turned to the company only eight days after the receiver 
was appointed. 6 

A futile attempt, perhaps in the interest of stock- 
jobbing, was made in 1896 to place the lines of the 

1 10 Railway Age, 10. 

2 21 Railroad Gazette, 739. 
8 11 C. E. Green, 539. 

*9 C. E. Green, 398. 

6 32 Chicago Railway Review, 479. 

6 32 Chicago Railway Review, 493. 



98 Economic Studies, 

Atchison, Topeka & Santa F6 Railway in Kansas in a 
receivership on the basis of a State law which declared 
forfeited to the State all real estate owned by corpora- 
tions more than twenty per cent, of whose stock was 
owned by aliens. Without settling the disputed ques- 
tions whether the law was actually adopted by the legis- 
lature, or whether it was constitutional even if adopted, 
it was decided by the court not to apply to railroad 
companies. 

The general theory of the receiver has been that of 
a disinterested party into whose hands a property was 
put that he might conserve the interests of all con- 
cerned. A man who had not been connected in any 
official way with the enterprise, would therefore seem 
to be the only person suitable to be appointed receiver. 
In the case of railroads, however, no such rule has been 
universally observed. Indeed it may be said to be ex- 
ceedingly common to appoint not only men who are 
representatives of special interests, but the principal 
officers of the company. Out of 150 cases spread over 
the last thirty years and specially investigated with 
reference to this point, were eighty in which the presi- 
dent of the road in question was appointed receiver; 
twenty-five others were general managers, seventeen 
superintendents, and sixteen vice-presidents. Other 
officers represented were the auditor, the treasurer, the 
chief engineer, and individual directors, as well as 
several who combined other offices with some of those 
mentioned above. In a few cases the mortgage trustees * 

1 Among the more notable examples was the Vermont Central Rail- 
road, whose mortgage trustees were receivers from 1856 to 1873. 
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as a body have been constituted receiver of a railroad. 1 
In 1855 the Vermont & Canada Railroad Company was 
the receiver of the Vermont Central Railroad, and from 
1873 to I 884 the latter was operated by the Central 
Vermont Railroad Company as receiver. 

It is a matter of no great wonder that this very com- 
mon practice of appointing as receiver a representative 
of a special interest, should lead to great complaints on 
the part of other interests, and numerous efforts to have 
the receiver displaced. In fact the chief objections to 
receiverships have usually been connected with this 
phase of the subject. The principal excuse for the 
practice has been the alleged difficulty of securing other 
persons sufficiently familiar with railroad management 
to be competent to act in such a capacity. And indeed 
if the alternative must be the treating of the appoint- 
ment as a piece of patronage to be bestowed upon some 
favorite of the court, 2 the appointing of an officer of the 
road is certainly to be preferred, both in the interest of 
the property concerned and for the protection of the 

1 A great number of railroads, on default of the interest on the mort- 
gage bonds, have passed into the possession of the trustees in accord- 
ance with the terms of the mortgage ; many others have been bid in 
by the trustees at the foreclosure sale, and have been operated for a 
considerable time by the trustees, pending reorganization, without the 
appointment of any receiver. These furnish interesting material for 
a study in railroad economics, but are obviously outside the scope of 
the present paper. 

* It is hardly to be doubted that this practice has been not altogether 
infrequent. But the evidence in any specific case is apt to be of such 
a character that, however strong the probability, a clear demonstra- 
tion is not always possible. Consequently no statistical estimate* 
much less any sweeping assertion, is here offered. 



• • •• •• 

• ••#• • • • 

• • • « • • 



ioo Economic Studies. 

judiciary-. Nor does the plan of appointing officers of 
other roads seem to be much preferable. Unless the 
roads are in the same region, it is not apt to be practic- 
able ; if they are competitors, it is obviously undesirable ; 
and if the relation is different, the tendency is natural 
for the receiver ' to make the road tributuary and its 
interests secondary to those of his own road. 

In commercial enterprises generally a receivership is 
instituted only for the purpose of winding up the affairs 
of the concern, — disposing of the property, settling the 
debts, and distributing the assets, if any remain, among 
the stockholders, or for the purpose of conserving the 
property pending the settlement of a judicial controversy. 
In the latter case the duration of the receivership is 
wholly indefinite, — it may be for a few days or for several 
years. In the former case, which, in railroad receiver- 
ships, usually involves a foreclosure of mortgage, certain 
prescribed legal forms are essential which require several 
months for their performance. Where matters are 
pushed forward as iapidly as possible, however, it is 
rarely necessary for the receivership to last much more 
than a year. But since most of the property of a rail- 
road company is of little value to any persons except 
those who wish and are able to operate a railroad in pre- 
cisely that locality, it not infrequently happens that, 
when the appointed time for the foreclosure sale arrives, 
no bids are received, and another date must be set for 
the sale, preceded by a considerable period required for 

1 For illustration see dissatisfied stockholders' complaint of the Ohio 
& Mississippi Railroad receivership in 1877, when it was in the hands 
of an officer of the Baltimore & Ohio Railroad. 14 Chicago Railway 
Review^ 29. 
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the legal publication of the notice. More frequently no 
bid is received which is up to the minimum price fixed 
by the court, and the result is the same. Still more 
frequently dissensions among the various interests con- 
cerned delay the fixing of a date for the sale, or a post- 
ponement is secured, sometimes several successive post- 
ponements, on the application of one of the parties in- 
volved. 

Even after the sale has been made, there are many 
possible excuses for prolonging the receivership. The 
terms of sale frequently provide for payment of the pur- 
chase price in several installments, and the receiver is 
likely to continue in charge until the payments are com- 
pleted and the sale confirmed by the court. It is not al- 
together rare for the purchaser to default 1 on one of the 
later payments, and then the whole process of foreclos- 
ure and sale must be repeated. 2 Default has even been 
made on repeated sales, thus prolonging the process 
almost indefinitely. 

In no small number of cases there are several orders 
of securities involved, each requiring a separate sale. 
Thus it may be necessary to foreclose a second mortgage 
and sell the property ; the purchasers have then, per- 
haps, to bid it in again on the foreclosure of the first 
mortgage, and even a third time on a sale to satisfy re- 
ceivers' certificates. 3 So many technicalities are deemed 

1 E.g., the Washington & Ohio Railroad in 1882 and 1883. 

2 The sales of the Texas Trunk Railroad are almost innumerable. 

8 For example, after having been sold in 1875 on foreclosure of the 
mortgage, the Alabama & Chattanooga Railroad was sold in 1876 to 
•satisfy the receiver's certificates, and again in 1877, the purchaser in 
1876 having defaulted. 9 Railroad Gazette, 54 ; 10 Id, 56. 
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requisite, that it is often easy to discover an irregularity 
that invalidates the sale 1 and necessitates a repetition of 
the legal process and a great extension of the period of 
the receivership. Where the receivership has been 
established for the purpose of conserving the property 
during litigation, all the delays incident to litigation 
have, of course, likewise protracted the receivership. 
From these and other causes receiverships in very large 
numbers have extended over periods of from five to ten 
years. Some have gone far beyond even this limit. 
The most extreme case on record in this country is that 
of the Vermont Central Railroad which was held by re- 
ceivers for twenty-nine years. 2 Of railroads now in the 
hands of receivers one has been in that condition for 
nearly eighteen years, and another for more than twelve 
years. These roads are petty affairs, however, (four 
miles and eight miles, respectively,) and neither is 
operated by the receiver, one being leased to the 
Danville & Western Railway, and the other, through 

1 Among many illustrations, one of the most striking is that of the 
Cleveland, Mount Vernon & Delaware Railroad which, about three 
months after the foreclosure sale, was delivered by the receiver to the 
purchasers, who had organized as the Cleveland, Akron & Columbus 
Railroad Company, and who operated the road from December I, 
1881, to April 23, 1882, when the sale was annulled by the court and 
the road returned to the receiver, who retained possession nearly four 
years longer. 1883 Poor, 567 ; 18 Railroad Gazette ', 31. The Lebanon 
Springs Railroad, after being in a receiver's hands more than five 
years, was turned over to the New York, Rutland & Montreal Rail- 
road Company in 1886, but in 1888 relapsed into a receivership, where 
it still remains. 

2 From 1855 to 1884. After being out of the courts for twelve years,, 
this road, now the Central Vermont Railroad, entered upon another 
period of receivership in March 1896. 21 Railway Age, 174. 
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a special agreement with the receiver, is operated by the 
New York & Greenwood Lake Railway, a part of the 
Erie system, which owns its stocks and bonds. 1 A ma- 
jority of the railroads now in receiverships, however, 
have been placed there during the last three years. 2 

The table on the following page shows the approxi- 
mate duration of receiverships established during the last 
twenty-eight years. It will be noticed that, excepting 
those established in 1872, 1873, I 875> and 1891, the major- 
ity lasted less than three years, in many cases less than 
two years, and all created in 1881 less than one year. It is 
a sufficiently accurate approximation to say that the aver- 
age duration 3 has been between two and three years. 

Certain judges have shown a decided disposition to 
bring receivership proceedings to a close as rapidly as 
possible. The table does not, however, disclose any 
marked growth of such a tendency. 

While receiverships are sometimes unduly prolonged 
for various reasons, it is the usual expectation that a re- 
ceivership will end as soon as the specific purpose for 
which it was established has been accomplished. As 
the great majority of railroad receiverships are formed 
as preliminary to the foreclosure of a mortgage, the 
usual course of procedure is very similar in most in- 

1 Interstate Commerce Commission, Eighth Annual Report on Sta- 
tistics of Railways, pages 177, 211. 

2 This is true of all whose mileage exceeds 400 miles, except the 
Union Pacific and Wisconsin Central systems, and the Toledo, St. 
Louis & Kansas City Railroad, whose receiverships began in 1893. 

8 The most recent years have, of course, to be excluded from the 
calculation since so many of the receiverships begun in these years 
have not yet been closed. 
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stances. When the foreclosure sale takes place, the 
property is sometimes purchased by another company. 
But more commonly it is bid in by an organization 
formed especially for the purpose of acquiring the 
property. 1 This company is usually formed chiefly if 

•This is often done even when the purchase is made in behalf of 
another company. 
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not wholly, by the bondholders themselves. 1 When the 
conditions of the sale have been met and the property 
passed over by the receiver, the new 2 company carries on 
the business simply under a different name. Sometimes 
this name is wholly unlike the old one, but more often 
the change is so slight as not to attract public attention 3 
or necessitate the expense of repainting all the rolling 
stock with new initials. 4 Practically the receivership 
may be said to end when the receiver delivers the 
property to the purchasers, 5 but the legal discharge of 
the receiver is often deferred for months until the court 
has approved all his reports and accounts. 

In some cases, however, the purpose of the receiver- 
ship is accomplished without the necessity of a foreclo- 
sure sale. When this happens, the receivership ends 

1 Sometimes, however, railroads are acquired in this way by wholly 
different interests. 

2 Sometimes the reorganization is completed before the foreclosure 
sale, and the new company takes the property directly from the re- 
ceiver ; sometimes the receiver retains control after the sale until the 
reorganization is perfected, which may be some months, or even 
years ; sometimes the receiver delivers the property to trustees for the 
purchasers, who hold it pending the completion of the reorganization. 

'The favorite device is merely to substitute "railway" for "rail- 
road" (or vice versa), in the official title of the company: as the 
Philadelphia & Reading Railroad, reorganized in 1896 as the Phila- 
delphia & Reading Railway ; the St. Louis & San Francisco Railway, 
reorganized in 1896 as the St. Louis & San Francisco Railroad. 

4 For example, the Indianapolis, Bloomington & Western Railway 
was reorganized in 1879 as the Indiana, Bloomington & Western Rail- 
way ; the Battle Creek & Bay City Railway was reorganized in 1889 as 
the Bay City & Battle Creek Railway. 

5 Throughout this paper, a receivership is considered as ending when 
the receiver surrenders possession of the property, or definitely and 
finally abandons its operation. 
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simply by the receiver, on the order of the court, restor- 
ing the property to the company. In a few cases it is 
impossible to find a purchaser, and the road is aban- 
doned. In the case of receiverships terminated during 
the last twenty-five years, more than 87 per cent, of the 
railroads involved were sold under foreclosure and re- 
organized, nearly eleven per cent, were restored to the 
old companies without foreclosure, and less than two 
per cent, were abandoned. 1 

The termination of the receivership has not always 
proved final, however. It is a noticeable fact, though 
perhaps not strange, that many railroads which have 
gone into receiverships in recent years have previously 
passed through receiverships. 

During the past twenty-five years no less than ninety- 
seven railroads have gone into a receivership for the 
second time. 2 Nor are these all roads of little conse- 
quence, but include such important systems as the St. 
Louis & San Francisco Railway, 1875-6 3 and 1893-6, 
the Western New York & Pennsylvania Railroad, 
1885-7 * an d x 893-5, the Chesapeake & Ohio, 1875-8 
and 1887-8, the East Tennessee, Virginia & Georgia, 
1885-6 and 1892-4, the International & Great Northern, 
1878-9 and 1889-92, the Missouri, Kansas & Texas 

x The percentage of mileage abandoned is less than one-seventh of 
one per cent, of the total mileage put into receiverships. 

2 There have besides been great numbers of roads which, after 
having been in receiverships, were consolidated with other roads, 
which later went into receiverships. But the figures given above in- 
clude only cases in which the identity of the railroad has been pre- 
served during the period intervening between the two receiverships. 

* Then known as the Atlantic & Pacific Railroad. 

* Then called the Buffalo, New York & Philadelphia Railroad. 
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Railway, 1874-6 and 1888-91, the Toledo, St. Louis & 
Kansas City Railroad, 1883-6 1 and 1893-, and the Cen- 
tral Vermont Railroad, 1 855-84 2 and 1896-. Twenty- 
six roads have been three times in the hands of receivers, 
and a remarkable proportion of these are gre at systems 
like the Philadelphia & Reading, which passed through 
receiverships 1880-3, 1884-8 and 1893-6, the Erie 
Railway, 1859-61, 3 1875-8 and 1893-5, 4 the New 
York & New England Railroad, 1870-1, 5 1884-5 and 
1893-5, and the Louisville, New Albany & Chicago, 
1857-9, 6 1 87 1-3 and 1896-7. The railroad which now 
passes under the unique designation of the " Nypano," 
with a mileage exceeding four hundred miles, has enjoyed 
four receiverships, 7 in 1867-8, 8 1869-71 8 1874-80 8 and 
1895-6 ; 9 to say nothing of a receiver who was appointed 
in 1885, but never succeeded in getting possession of 
the railroad. One unfortunate railroad 10 a hundred 
miles long, in Indiana, has on six occasions been under 
receivers for brief periods. 11 

1 Under the title of the Toledo, Cincinnati & St. Louis Railroad. 

2 Then known as the Vermont Central Railroad. 

8 Under the title of the New York & Erie Railroad. 
*Then the New York, Lake Erie & Western Railway. 
5 Then called the Boston, Hartford & Erie Railroad. 
6 Then known as the New Albany & Salem Railroad. 

7 So also have the Texas Western Narrow Gauge Railroad, in 1878- 
81, 1884-5, 1886-90 and 1891-5, and the Columbus, Sandusky & Hock- 
ing Railway in 1885-9 (as the Columbus & Eastern Railroad), in 1895, 
and twice in 1897. 

8 At these times its name was the Atlautic & Great Western. 
•Then known as the New York, Pennsylvania & Ohio Railroad. 

10 Known at various epochs of its career as the Anderson, Lebanon & 
St. Louis Railroad, the Midland Railway, and the Chicago & South- 
eastern Railway. 

11 In 1877-85, 1887, twice in 1892, 1893 and 1896-7. 



CHAPTER III. 

EFFECTS OF RAILROAD RECEIVERSHIPS. 

As already stated, the purpose of the receivership is 
to conserve the property pending the dissolution of the 
corporation or the settlement of litigation. In ordinary 
cases the power of the receiver is very limited. To con- 
serve the property has commonly been held to mean 
only to guard it from seizure and from such direct 
physical injury as would immediately destroy its value. 
But railroad property is of such a character that the 
courts have found it impossible to give a strict construc- 
tion to the term " conserve, " or to limit the powers of 
the receiver. The larger part of the physical property 
of a railroad consists of its right of way, road-bed, 
bridges, yards, station-houses, depots, elevators, stock- 
yards, round-houses, repair shops, tanks, coal-sheds, 
fences, gates, etc., pretty much all of which is practically 
worthless apart from the system. It is essential, there- 
fore, in order to preserve any assets at all, to keep intact 
such property as cannot be advantageously detached 
from the rest and sold separately. That is to say, the 
integrity of the system as a railroad must be preserved. 

The ravages of the elements cause deterioration as 
much as mere use of railroad property. A railroad that 
should be simply abandoned for a number of months 
would require an enormous expense to prepare it for opera- 
tion again. It seems therefore to involve a needless hard- 
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ship to the owners of the property to require that it lie 
idle, when a steady revenue could be gained from its 
operation without very greatly increasing the expense 
that would be necessary merely to preserve the property 
from destruction. But even more than this, a large element 
in the value of a railroad consists of the patronage it has 
secured both in the way of miscellaneous traffic and of 
definite contracts with private shippers and with the 
post-office department and express companies. All this 
is likely to be forfeited and the value of the property de- 
preciated if operations are suspended. In many in- 
stances, also, the retention of the franchise depends on 
the continuous operation of the road. 

For these and perhaps other reasons the courts have 
commonly authorized receivers of railroads either to 
operate the roads themselves or, less frequently, to pro- 
vide for their operation by leasing them to an operating 
company. 1 If the railroad has been an independent one, 
the receiver is commonly authorized to operate it ; if it 
has been previously leased by another company, the re- 
ceiver is likely to be authorized to arrange with the 

1 For instance, of 192 roads in the hands of receivers, June 30, 1894, 
137 were operated independently by the receivers, five were leased by 
the receivers to operating companies, five were not in operation at 
all, and the remainder were operated by the receivers of systems of 
which they formed a part. Of 169 roads in the hands of receivers, 
June 30, 1895, 136 were operated by independent receivers, eight were 
leased by the receivers to operating companies, four were not in oper- 
ation, and twenty-one were parts of systems in receiverships. Of 151 
roads in the hands of receivers, June 30, 1896, 128 were operated by 
their receivers, three were leased to operating companies, fourteen 
were operated by the receivers of the systems to which they belonged, 
and six were not in operation. 

5 
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lessees for its continuous operation. The rule is not in- 
flexible, however, sometimes an independent road is 
leased by the receiver to another company, and some- 
times a leased road is taken away from the lessee by the 
receiver and operated independently. 1 So while in gen- 
eral a receiver can do with property only what is neces- 
sary to protect it from actual destruction, a railroad re- 
ceiver can do whatever may be made to appear to the 
court essential to the safe and continuous operation of 
the railroad. Thus when a receiver is appointed for a\ 
railroad, one of the first things he is usually authorized 
to do is to institute necessary repairs. Bridges are re- 
built, 2 rotten ties 3 are replaced, flood damages are re- 
repaired, 4 above all, new rails are substituted for those 
which are worn out. In the days when iron rails were 
still generally used, the new rails were often of iron, 
perhaps even more often the old iron rails were replaced 

1 For example, the Wisconsin Central Railroad, leased April i, 1890, 
to the Northern Pacific Railroad for 99 years, was taken from the 
lessees by the receiver, September 26, 1893, and with its subsidiary 
lines, has since been operated as an independent system. 

2 The receiver of the Chicago & Atlantic Railway, in the year 1889- 
90, took out in condemned bridges, 22 Railroad Gazette ', 550; the 
receiver of the Cincinnati & Eastern Railway, in 1885-6, renewed or 
repaired every bridge on the road, 18 Railroad Gazette, 322 ; etc., etc. 

8 The receiver of the Indianapolis, Bloomington & Western Railway 
from 1874 to !878 replaced nearly half a million ties, 11 Railroad 
Gazette, 206 ; the receiver of the Houston & Texas Central Railway 
laid more than 300,000 ties in 1885, 19 Railroad Gazette, 272. 

* This extended even to the building of miles of new line, as in the case 
of the Cairo & St. l/ouis Railroad in 1878, to replace roadbed washed 
away by the Mississippi river, 10 Railroad Gazette, 87. The receivers 
of the Savannah & Atlantic Railroad (18 miles) in 1894 rebuilt the 
whole road, most of which was washed away in 1893, 26 Railroad 
Gazette, 131, 396, 766. 
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with more serviceable steel. 1 Now old steel rails are 
often replaced with new ones of heavier make. 

The replacing of rails is not confined to those actually 
worn out, but the receiver often relays whole sections, 
sometimes the entire road with new steel. 2 Often the 
repairs must involve great expense, for when a receiver- 
ship has not come on quite suddenly, the continued 
financial stringency has very likely prevented repairs 
being made for a long time, and it is not uncommon for 
a receiver, on taking possession of a railroad, to find it 
in such a dilapidated condition that its operation is ex- 
tremely perilous, 8 and he must not only keep up current 
repairs, but institute repairs which ought to have been 
made months before, — indeed many elements of the 
property which might earlier have been repaired 
economically, are altogether beyond repair, and must be 
entirely rebuilt. 4 

1 The Houston & Texas Central receiver laid 135 miles of steel rails 
in 1885 ; the receiver of the Mobile & Ohio Railroad relaid three-fifths 
of the 527 miles with steel, 1875 -83, 8 Railway Age, 80 ; the receiver 
of the Texas & Pacific Railway laid over 500 miles of steel in 1887, 19 
Railroad Gazette, 138, 659 ; etc., etc. 

8 E.g., the whole of the Portland & Ogdensburg Railrcad was re 
laid with steel by the receiver in 1884, 16 Railroad Gazette, 744 ; the 
whole of the Chicago & Iowa Railroad in 1879, II Railroad Gazette, 
408 ; etc. , etc. 

8 For instance, business had been almost entirely suspended on the 
Lafayette, Muncie & Bloom ingtou Railroad wheu the receiver took 
possession in 1877 ; the eastern division was unfinished, the western 
division so depreciated as to be hardly safe to run trains, 10 Railroad 
Gazette, 398. See 10 Railroad Gazette, 417, for an amusing account 
of the condition of the Philadelphia & Atlantic Railway when the re- 
ceiver took charge, quoted from the Philadelphia Times. 

4 The Marietta & Cincinnati Railroad, for example, was rebuilt from 
one end to the other (276 miles) by the receiver, 1878-80, 20 Chicago 
Railway Review, 610. 
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But in almost innumerable instances the work has 
not stopped with keeping up the property to the previous 
standard, but thousands and even millions 1 of dollars 
have been expended by the receivers in extensive im- 
provements. Not only have iron rails been replaced 
with steel, as already noted, wooden bridges supplanted 
with iron, and miles of track ballasted, but great quan- 
tities of rolling stock 2 have been added to the equip- 
ment, and entirely new improvements have been intro- 
duced at considerable expense. Roadbeds have been 
raised and levelled, 3 5 curves straightened, 4 stone enbank- 
ments built to protect the track. 5 Differences of gauge 
have hampered the interchange of traffic with connecting 
lines ; the receiver of the broad gauge Atlantic & Great 
Western Railroad, 1877, constructed steam hoists 6 to 
facilitate the exchange of broad and standard trucks on 
cars as they came and went over other roads ; the re- 
ceiver of the Erie Railway (5 ft. gauge) laid a third 

1 $1,300,000 was thus expended by the Cairo, Vincetines& Chicago 
Line (266 miles) in 1885, 10 Railway Age, 540 ; $1,500,000 in the case of 
the Florida Railway & Navigation Co., 1885-9, 2I Railroad Gazette, 
135 ; {4,500,000 for betterment and new equipment by the receiver of 
the Missouri, Kansas & Texas Railway, 1888-91, 31 Railway Review, 
375 ; $3,400,000 in the case of the Baltimore & Ohio Railroad in 1896, 
to buy rolling stock, besides $5,000,000 to pay preferred claims and 
to improve the roadbed, 21 Railway Age, 290. 

2 The receivers of the Baltimore & Ohio Railroad, for example, 
were authorized to buy at one time 5,000 fre ght cars aud 75 locomo- 
tives, in 1896, 21 Railway Age, 290. 

'E.g., the Texas & Pacific Railway, 300 miles in 1887, 19 Railroad 
Gazette, 138. 

4 E.g., the Baltimore & Ohio Railroad in 1896, 21 Railway Age, 290. 

6 E.g., the Denver & Rio Grande Western Railway in 1885, 10 Rail- 
way Age, 250. 

8 10 Railroad Gazette, 118. 
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rail over a considerable portion of the road in 1876-7 to 
enable standard cars of other lines to pass over his 
tracks. 1 Others have not been content with these de- 
vices, but have reduced 2 broad gauge or widened 3 nar- 
row gauge tracks to standard, changes which have 
necessitated also the providing of new trucks 4 for all 
the rolling stock and the rebuilding of all the locomo- 
tives. 

Receivers have, further, purchased terminal facilities ; 5 
they have completed branch lines 6 and extensions 7 pre- 
viously begun, and have even bought subsidiary roads. 8 - 

1 8 Railroad Gazette, 234 ; 9 Id , 502. 

*E.g., the Bast Tennessee, Virginia & Georgia Railroad changed 
from five foot to standard, 113 miles, Selma to Meridian, by the re- 
ceiver in 18S6, 18 Railroad Gazette, 305. 

8 B.g , the Galveston, Sabine & St. Louis Railway (38 miles) in 
1886, Poor's Manual for 1887, P- 74 1 ; 3° miles of the Ohio & North- 
western Railroad in 1888, 13 Raihvay Age, 838; the East & West 
Railroad of Alabama (117 miles) in 1889, 21 Railroad Gazette, 349; 
the Bast Line & Red River Railroad (124 miles) in 1892, 32 Rail- 
way Review, 187, changed from three feet to standard gauge by their 
respective receivers. 

4 Indeed, the change from three feet to standard gauge usually re- 
quires the substitution of new rolling stock throughout ; generally the 
taking up of both rails and replacing them with heavier steel, some- 
times discarding all the ties for longer ones, and even rebuilding the 
bridges and widening the roadbed. 

5 The Cairo & St. Louis Railroad at East St. Louis in 1879, Ir Rail- 
road Gazette, 432 ; the Chicago, Peoria & St. Louis Railway at 
Springfield, 111., in 1895, 27 Railroad Gazette, 418; etc., etc. 

•E.g., the Harrison branch of the Flint & Pere Marquette Railway 
in 1 879. 1 1 Railroad Gazette, 530 ; etc. 

7 As the Ohio & Northwestern Railroad in 1888, 13 Railway Age, 
662 ; the Florida Railway & Navigation Company in 1886, 18 Rail- 
road Gazette, 118; etc. 

8 As the Kansas City and Pacific Railway (130 miles) bought by the 
Missouri, Kansas & Texas receiver in 1889, 21 Railroad Gazette, 469. 
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Receivers have met the expense of these repairs and 
improvements, ist, by devoting to such purposes net 
earnings * which, but for the receivership, would have 
gone to pay fixed charges ; 2nd, by curtailing the ex- 
penses and thus increasing the amount of net earnings 
available ; 2 3rd, by far the commonest method, by in- 
curring indebtedness, usually in the form of receivers' 
certificates. Leases of other railroad properties have 
sometimes formed part of the assets of defaulting com- 
panies. These leases the receiver is instructed in many 
cases to surrender ; but not always. If a lease is profit- 
able the receiver is often empowered to continue the 
operation of the leased line. But a few receivers have 
leased and operated lines not previously connected with 
the system. 

The receivership, when wisely managed, 3 has thus 

In 1897 a federal court authorized the receiver of the Louisville, 
Bvansville & St. Louis Consolidated Railroad to acquire the New 
Albany Belt & Terminal Railroad, 37 Railway Review, 142. 

1 The extraordinary expenditures mentioned in connection with the 
Marietta & Cincinnati Railroad (note 4, page in), were made out of the 
net earnings of the road, 20 Railway Review, 610 ; the receiver of the 
Chicago & Atlantic Railway, in the year 1889-90, paid $615,000 of 
ante-receivership indebtedness, $222,658 interest in the Chicago & 
Western Indiana Railroad, ballasted seventy-six miles of track and 
made the other improvements noted (note 2, page no,) out of the 
earnings of the road, 22 Railroad Gazette, 550. 

2 Thus in 1873-4 the receiver of the Gilman, Clinton & Springfield 
Railroad, afcer three months' possession, cut running expenses down 
about forty per cent., and was thus able, after paying back wages and 
taxes, to make improvements out of the net earnings, 6 Railroad 
Gazette, 116. 

'During two years (1871-3) of Mr. Ingalls's receivership of the In- 
dianapolis, Cincinnati & Lafayette Railroad, the whole floating debt 
($j,ooo,coo) was paid, current expenses met, and improvements 
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proved the salvation of many pieces of railroad property. 1 
The public has been benefited by the substitution of 
well equipped and administered traffic lines for inferior 
ones, and while the stockholders and creditors have had 
nominally to relinquish some of their claims, the actual 
value of their holdings has not in all cases necessarily 
relatively diminished. On the other hand, no doubt 
money has been unwisely expended, as it has in all sorts 
of enterprises, so that the value of some railroads is less 
than the cost of their improvements. This condition of 
things, however, is peculiar neither to railroads in dis- 
tinction from other property, nor to railroads managed 
by receivers as distinguished from other railroads. The 
reasonable ground of complaint here is that so often 
these improvements are made virtually at the expense 
of those who have no voice in the matter. 2 

It would at first seem to be quite a remarkable method 
of conserving the property to order part of it to be 
destroyed. Yet this has sometimes been done. Besides 
cases already noticed 3 where the railroad was abandoned 
altogether, there have been numerous instances in which 
receivers have been ordered to destroy portions of the 

made ; forty per cent, more cars and thirty per cent, more engines 
were in good running order, 1 Railway Monitor^ 56. The debt of the 
Rio Grande Railroad was entirely cleared off in the nine years of the 
receivership, 1875-84, 16 Railroad Gazette* 38. 

1 See an interesting article in 21 Railway Age } 99, on " The Evo- 
lution of a Bankrupt Road." 

'Where receivers' certificates, made a first lien on property, are 
issued to an amount in excess of the increase in the value of the prop- 
erty which the proceeds of the certificates occasion, the value of the 
other securities is, of course, correspondingly decreased. 

8 Pages 89, 106. 
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line while continuing to operate others. 1 Few acts of 
receivers are less open to criticism than these, however, 
as such acts seem to have been confined to pieces of 
property for which, obviously, there was no public 
necessity, and which could never be operated except at 
a heavy loss. 

Perhaps the farthest departure from the earlier idea 
of the receivership is seen in the building of new rail- 
roads by receivers. Although no very great portion of 
the railroad mileage of the country has been built by 
receivers, 2 the practice is not uncommon. Even as 
early as 1858-9 the receivers of the Columbus, Piqua & 
Indiana Railroad built thirty miles or more of railroad. 3 
Recently for a long time not a year has passed without 
the building of some few miles of railroad by receivers, 
though in no year has such construction reached three 
per cent, of the total construction for the year, and has 

1 The receiver of the New Orleans & Southern Railroad, for example, 
was ordered in 1896 to tear up the 20 miles of track from Belaire to 
Bohemia, La., although the remainder (45 miles) was still to be kept 
intact, 23 Railway Age, 19. The receiver of the Wichita & Western 
Railway, on his own petition, was authorized in 1896 to take up the 
rails for 40 miles from Pratt to Mullinville, Kansas, and to improve the 
other 80 miles from Wichita to Pratt. The abandoned portion was 
parallel to another railroad, and had not been operated for a year, 
while the last ten years of its operation involved the loss of over a 
million dollars, 22 Railway Age, 214, 500. 

2 The receiver of the St. Paul & Pacific Railroad, St. Vincent Exten- 
sion, constructed 104 miles in 1873-4, 6 Railroad Gazette, 100; the 
receiver of the Missouri, Kansas & Texas Railway built 73 miles, 
1888-91, 31 Railway Review, 375 ; but very few receivers who have 
done any railroad building at all have constructed more than ten or 
fifteen miles. 

8 16 American Railroad Journal, 555. 
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usually been much less than one per cent. Some com- 
paratively unimportant roads have been almost wholly 
built by the receivers, 1 and as noted above, 2 it has come 
to be a recognized expedient for a company having 
difficulty in providing for the building of a road to se- 
cure the appointment of a receiver for the purpose of 
facilitating the construction. 3 And nearly all railroads 
which have been built, either in whole or in part, by re- 
ceivers are roads which were in process of construction 
at the time of the receiver's appointment. 4 

The tendency to railroad consolidation in recent years 
has attacted much attention. The foreclosures which so 
frequently accompany a receivership of course offer many 
opportunities for great systems to acquire feeders or com- 
peting lines. Some systems have been quite largely 
built up in this way, and very many more have added 
something to their mileage as the result' of receiverships. 
On the whole, however, receiverships have resulted in 
the road being absorbed in a great system in much fewer 
instances tharf might be supposed. 5 Doubtless in many 

1 The Blue Springs, Orange City & Atlautic Railroad in 1887, Poor's 
Manual for 1887, p. 662 ; the Memphis, Selma & Brunswick Railroad 
in 1885, 17 Railroad Gazette, 335. 

2 Page 90. 

3 Fuuds for building a road may sometimes be raised by receivers' 
certificates where they could not be secured on ordinary mortgage 
bonds, since no method has yet been discovered for adding later liens 
which will take precedence of the receivers' certificates. 

4 A notable exception is the Mobile & Ohio Railroad, which was ex- 
tended 21 miles from Columbus to Bast Cairo, Ky., a more desirable 
terminus, in 1881 during the receivership. 13 Railroad Gazette \ 545. 

5 In a very large number of cases railroads have emerged from re- 
ceiverships and at a later date have been absorbed into large systems 
where these subsequent absorptions cannot be fairly considered as the 
result of the receivership. 
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cases properties which have gotten into the hands of re- 
ceivers have been bought up in the interests of persons 1 
who also had great interests in other railroads. But the 
cases where a road, after being sold by a receiver, 2 has 
been bought by a great system or leased to it, or in any 
other way has become connected with it in a definite 
corporate capacity, are not sufficiently numerous to make 
such a fate appear by any means the general rule. 

The former Wabash, St. Louis & Pacific Railway be- 
gan 3 with the reorganization of the Toledo, Wabash & 
Western Railway which came out of a receivership with 
628 miles of line in 1877 5 as ^ e result of other receiver- 
ships the Peoria, Pekin & Jacksonville Railroad (83 
miles), and the Havana and Decatur branches (132 miles) 
of the Indianapolis, Bloomington & Western Railway 
were added to it in 1879, the Toledo, Peoria & Warsaw 
Railway (247 miles), the Chicago & Paducah Railroad 

1 The former so-called " Gould System " of railroads, for example. 
This was a system only in the sense that Jay Gould owned a con- 
trolling interest in the different railroads which composed it. 

2 The very numerous instances where railroads have been sold under 
foreclosure without ever getting into a receivership, are not considered 
in this paper at all. 

8 Several other railroad systems of some importance have developed 
from the nucleus of a single railroad reorganized after a receivership : 
notably the Chicago, St. Paul, Minneapolis & Omaha Railway, oper- 
ating 1,492 miles, is a reorganization of the West Wisconsin Railway 
(178 miles), after the receivership of 1877-8. The Pacific Railroad of 
Missouri (284 miles), after the receivership of 1875-6 developed into 
the Missouri Pacific Railway, now controlling 5,640 miles. The Atlan- 
tic, Mississippi & Ohio Railroad (428 miles), was reorganized after the 
receivership of 1876-81 as the Norfolk & Western Railroad, which 
operated 1,577 miles in 1894. The Boston, Hartford & Erie Railroad 
(113 miles), was reorganized after the receivership of 1870-1 as the 
New York & New England Railroad, which operated 545 miles in 1894. 
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{165 miles), and the Springfield & Northwestern Rail- 
road (45 miles), were added in 1880, and the Cairo & 
Vincennes Railroad (157 miles) in 1881. This case is 
an unusual one, however. It is surpassed only by the 
Southern Railway, a reorganization in 1894 of the Rich- 
mond & Danville Railroad (145 miles), which had been 
in the hands of receivers for two and a half years ; the 
Southern Railway then obtained control, as soon as they 
emerged from the receiverships, of the Columbia & 
Greenville Railroad (199 miles), the East Tennessee, 
Virginia & Georgia Railway (1247 miles)) the Louisville 
Southern Railroad (123 miles), the Charlotte, Columbia 
& Augusta Railroad (191 mil^s), in 1894, the Asheville 
& Spartanburg Railroad (66 miles) and the Atlanta & 
Florida Railway (103 miles) in 1895, the Georgia 
Pacific Railway (555 miles) in 1896, the Northern 
Division Cumberland & Ohio Railroad (27 miles) in 
1897, the Hartwell Railroad (10 miles) and the Memphis 
& Charleston Railroad (292 miles) in 1898. 1 

Only a few other existing systems have acquired 
more than two or three additions 2 as a direct result of 

1 Both the Wabash and the Southern systems, however, embraced 
•considerable additional mileage which had not previously been in re- 
ceiverships. 

2 Among the more important single additions to railroad systems as 
the direct result of receiverships are the Rockford, Rock Island & St. 
Louis Railroad (279 miles), acquired by the " Burlington " system in 
1877, the West Shore Railroad (472 miles), added to the New York 
•Central system in 1886, the New York, Chicago & St. Louis Railway 
{the "Nickel Plate," 503 miles), added to the Lake Shore system in 
1889, the Cairo, Vincennes & Chicago Line (266 miles), added to the 
'Big Four" system in 1889, the Chicago & Atlantic Railway (250 
miles), added to the Erie system in 1890, the Richmond & Allegheny 
Railroad (249 miles), added to the Chesapeake & Ohio Railway in 
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receiverships. The Louisville & Nashville Railroad, 
obtained a part (46 miles) of the Louisville, Pa- 
ducah & Southwestern Railroad in 1877, the Selma & 
Gulf Railroad (40 miles) and the New Orleans, Mo- 
bile & Chattanooga Railroad (141 miles) in 1880, the 
Paducah, Tennessee & Alabama Railroad (119 miles) 
and the Tennessee Midland Railroad (135 miles) in 
1895, and the Middlesborough Belt Railroad (22 miles) 
in 1896. The Southern Pacific Company, gained 
control of the Oregon & California Railroad (475 miles) 
in 1887, the Oregonian Railway (155 miles) in 1890, 
the Portland & Willamette Valley Railway (29 miles) 
in 1892, and the San Gabriel Valley Rapid Transit 
Railway (18 miles) in 1893. ^' ie Union Pacific sys- 
tem gained the Kansas Pacific Railway (677 
miles) and the St. Joseph & Denver City Railroad (227 
miles) in 1879, the Denver Pacific Railway (106 miles) 
in 1880, and the Hastings & Grand Island Railroad 
(27 miles) in 1885. The Illinois Central Railroad 
secured the Gilman, Clinton & Springfield Rail- 
road (111 miles) in 1877, ^ le Havana, Rantoul & East- 
ern Railroad (76 miles) and the Champaign, Havana & 

1888, the Cincinnati, Washington & Baltimore Railroad (281 miles), 
added to the Baltimore & Ohio system in 1889, the St. Louis, Ft Scott 
& Wichita Railroad (310 miles), aided to the Missouri Pacific system 
in 1887, the New York & New England Railroad (361 miles), added 
to the New York, New Haven & Hartford Railroad in 1895, the 
Shenandoah Valley Railroad (253 miles), added in 1890 to the Norfolk 
& Western Railroad, which also gained the Scioto Valley Railway 
(132 miles) the same year, and the Chicago & Lake Huron Railroad 
(232 miles), added in 1880 to the Grand Trunk system, which has now 
also practically absorbed the Central Vermont Railroad (403 miles),, 
though the receivership of the latter has not yet closed. 
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Western Railroad (130 miles) in 1887, the Chesapeake, 
Ohio & Southwestern Railroad (351 miles) in 1896, and 
the Owensboro, Falls of Rough & Green River Rail- 
road (42 miles) and the Short Route Railway Transfer 
{\]/ 2 miles) in 1897. 

When, however, a large system has gone into a re- 
ceivership, the result has sometimes been just the 
reverse, — that is, the system has been disintegrated, and 
some of the parts have continued an independent exist- 
ence, while others have been absorbed by other systems. 
The most striking illustration of this tendency is 
furnished by the Wabash, St. Louis & Pacific Rail- 
way, to which allusion has just been made. The 
Atchison, Topeka & Santa F£ system was partially 
dismembered through the receivership of 1895-6 
by the segregation of the St. Louis & San Francisco 
Railway, operating 1,328 miles, and the Colorado Mid- 
land Railroad, operating 350 miles. The Union Pacific 
system was radically reduced through the receivership 
by the separate reorganization of the Oregon Railway 
& Navigation Company (1,059 miles), and the Oregon 
Short Line & Utah Northern (1,480 miles). It now 
seems probable, however, that these roads, as well as the 
" Gulf" lines (1,523 miles) and most of the numerous 
branches will soon be restored to the system. The 
Richmond & Danville system, comprising 2,733 miles, 
went to pieces as a result of the receivership of 
1892-4, but the parts were quickly gathered up with 
others into the Southern Railway, 1 a still larger system. 

1 See page 119. 
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The receivership of the Toledo, Cincinnati & St. Louis 
Railroad, 1883-6, resulted in sloughing off parts of the 
system, reducing the mileage from 782 to 450, which 
was reorganized as the Toledo, St. Louis & Kansas City 
Railroad. The mileage operated by the Chicago, Peoria 
& St. Louis Railway was reduced from 412 to 222 miles 
by the receivership of 1 893-6. x 

The breaking up of systems has not always been the 
rule, however, 2 as witness the receivership of the Texas 
& Pacific Railway in 1885 and the numerous receiver- 
ships of the Denver & Rio Grande, the Missouri, Kansas 
& Texas, and the Erie and Reading systems, 3 

A topic which has received about as much, if not as 
discriminating attention as any in connection with re- 
ceiverships, is the matter of rate-cutting. It has been 
rather common to attribute a large share of the troubles 
which have vexed the railroad world in the way of rate- 
cutting to those roads which were being operated by re- 
ceivers. There is no doubt that abundant evidence is 
to be had which seems to point in this direction. Many 
receivers have refused to enter into combinations 4 with 

1 2 1 Railway Age, 99. 

2 The loss to the Northern Pacific system, through the receivership 
of 1895-6, of the Wisconsin Central lines (986 miles), has already 
been mentioned,— see note i, page no. 

3 Though its receivership is not yet terminated, the Central Vermont 
system has already surrendered the Rutland Railroad ( 135 miles) and 
the Ogdensburg & Lake Champlain Railroad (127 miles), 28 Railroad 
Gazette, 349 ; 23 Railway Age, 236. 

4 During the spring of 1896 the Norfolk & Western Railroad, then 
in the hands of a receiver, was the only trunk line which refused to 
enter the Joint Traffic Association. In the same year the Toledo, St. 
Louis & Kansas City Railroad refused to join this association, and the 
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competing lines to maintain rates. Doubtless receivers 
have both openly and secretly countenanced cutting of 
rates. 1 On the other hand instances are no less numer- 
ous of receivers joining with the managers of other lines 
to prevent rate-cutting, sometimes forming agreements 
to maintain rates, and sometimes even joining in the 
organization of pools. 2 Attempts to keep up rates have 

receiver obtained an injunction to prevent members of the association 
from boycotting the road on account of this refusal. But the receiver 
of the Baltimore & Ohio Railroad joined the association. 

1 Not to burden the paper with any attempt at enumeration it may 
suffice to mention a few illustrations, taken at random over a 
period of twenty years. In 1876 the Erie Railway, then in a receiver's 
hands, stimulated its passenger traffic enormously by making a {5 rate 
from New York to Buffalo, and $9 for the round trip. Under the re- 
ceivership of 1883 the Toledo, Cincinnati & St. Louis Railroad made 
a rate from Toledo to St. Louis $3.40 less than the rate by other lines ; 
in 1885 the same road was so generally believed to be cutting freight 
rates that it had to secure a temporary injunction forbidding the 
Michigan Central Railroad from refusing freight believed to have been 
taken at cut rates. In 1887 the Western Passenger Association found 
that the Wabash, St. Louis & Pacific Railway was cutting Chicago-St. 
Louis rates of passenger fare $2.50 through scalpers, and asked Re- 
ceiver McNulta to have it stopped, 19 Railroad Gazette, 462. In 1895. 
the receivers of the Atchison, Topeka & Santa Fe* Railroad were taken 
to task by the Interstate Commerce Commission for makitig through 
rates from Chicago to Colorado points lower than to intermediate 
points, 28 Railroad Gazette, 55. 

2 For instance, the receiver of the Denver & Rio Grande Railroad in 
18S4 agreed with the Denver & New Orleans Railroad to maintain 
rates between Denver and Pueblo, 16 Railroad Gazette, 611. As early 
as 1877 the receivers of the Illinois & St. Louis Bridge were author- 
ized by the court to pool with the Wiggins Ferry Company, 26 Rail- 
road Gazette, 529. In 1878 the Indianapolis, Cincinnati & Lafayette 
and the Layfayette, Muncie & Bloomington Railroads, both being; 
operated by receivers, formed with the Wabash and Louisville, New 
Albany & Chicago Railway a pool on all through business east from' 
Lafayette, 10 Railroad Gazette, 387 ; the receiver of the Indianapolis^ 
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indeed brought the receivers into conflict with State 
regulations in respect to maximum rates. 1 But the 
instances of either sort mentioned in the notes, and 
scores of others which might be added, do not show any 
clear line of distinction to exist in this matter between 
railroads in receiverships and the same or other roads 
out of receiverships. 

This much may be said, however, that the same causes 
which have led to rate-cutting have often brought the 
rate-cutting roads into receiverships, and the rate-cutting 
has frequently been continued after the receivership was 

Cincinnati & Lafayette Railroad had already agreed to pool with the 
Cincinnati, Hamilton & Dayton Railroad all the freight and passenger 
earnings between Cincinnati and Indianapolis, 9 Railroad Gazette, 248. 
In 1877 the receiver of the Kansas Pacific Railway agreed to pool with 
the Atchison, Topeka & Santa Fe* Railroad on all competitive busi- 
ness, 9 Railroad Gazette, 380. In the following year the United States 
Circuit Court approved the Kansas Pacific receiver's pooling agree- 
ment with the Union Pacific Railroad, the Omaha Bridge and the 
Colorado Central Railroad, 10 Railroad Gazette, 314. The receiver of 
the Houston, East & West Texas Railway pooled all Texas business 
with competing lines in 1885, 17 Railroad Gazette, 542. These and 
hosts of other instances preceded, of course, the prohibition of pool s 
in the Interstate Commerce Act of 1887. The agreement for the 
division of traffic in 1894 by the Southern Railway & Steamship Asso- 
ciation, of which several roads in receiverships weie members, was 
held by the Interstate Commerce Commission (Report for 1894, p. 25) 
to amount practically to a pooling agreement. Several receivers were 
members of the Trans- Missouri Freight Association recently dissolved. 
1 As, e. g. , the receiver of the Vicksburg & Meridian Railroad, who 
was ordered, in 1886, in accordance with the order of the Railroad 
Commissioner of Mississippi, to reduce fares to three cents per mile, 
and such rates seeming to prove unremunerative, the federal court au- 
thorized the receiver to fix rates at such a figure as to pay running ex- 
penses and give six per cent, profit on the cash value of the road, and 
to submit the rates to the Railroad Commission. 18 Railroad Gazette, 
413, 825. 



Effects of Railroad Receiverships. 125 

established. The leading motive to rate-cutting is of 
course the hope of getting business away from competi- 
tors and securing business which would not be carried at 
all at higher rates. The temptation to the practice is 
naturally felt the most strongly by roads which, from 
the fact of their having less direct routes or being unable 
to offer as good accomodations as their rivals, are at a 
disadvantage 1 in competing for business. These same 
disadvantages have often brought the road into bank- 
ruptcy, and so it has come about that the same roads 
have frequently been in the lists of receiverships and 
among the worst sinners in the matter of rate-cutting, 
without the former being in any way the cause of the 
latter. Indeed the allegation that receivers have been 
largely responsible for rate-cutting is usually based on 
the a priori assumption that the bankrupt roads, being 
relieved from the necessity, for a time, at least, of paying 
fixed charges, are able to take business at rates which 
solvent roads could not afford to take. But there is no 
advantage to the insolvent roads in cutting rates unless 
they thereby increase their net receipts, and if the low- 
ering of the rates accomplishes this, the case is no differ- 
ent with the insolvent from what it is with a solvent 
road. If two railroads have been built where one was 
adequate to handle the business, the result must be 
disastrous to at least one, and the building of unneces- 
sary roads has been one of the worst features of Ameri- 
can railroad history. But the evil has been an inevitable 
result of the very existence of the superfluous roads, and 

1 But some famous rate wars have been inaugurated by strong roads. 

6 
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not of any peculiarity generally connected with receiv- 
ers' management. 

As a general rule the appointment of a receiver does 
not directly affect most of the railroad's employees. If 
the road is operated by a lessee, the receiver has no di- 
rect dealings with the employees ; if the receiver 
operates the road himself, he must have a large body of 
men acquainted with railroad service, and usually those 
who are already in the employ of the company are ob- 
viously the most available. It is customary, therefore, 
for a receiver, on taking possession of the property, to 
publish a notice declaring that all persons previously in 
the employ of the company will retain their positions 
unless otherwise notified by him ; and such changes as 
he does make rarely go beyond a few of the general 
offices. 

But sometimes the employees come immediately to 
realize that they are working under a different regime. 
When financial embarrassments have brought about the 
receivership, the employees' pay is often heavily in ar- 
rears. When a receivership is established, the receiver 
is commonly directed to apply the earnings to payment 
of wages before paying any of the fixed charges, even 
where the wages are not protected by positive statute. 1 
Even as early as 1859 a federal circuit court directed 
that, before any revenue of the company 2 for which the 
receiver was appointed, could be diverted to pay bonds, 

1 The statute in New York (Revised Statutes, 1896, p. 669) declares 
wages of employees to be preferred claims. 

2 The Central Ohio and Steubenville & Indiana Railroads, 15 Amer- 
ican Railroad Journal ', 475, 598. 
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all debts to employees and to persons who had advanced 
money for current expenses or payment of interest, 
should be paid. The reasons for such a practice were 
reviewed by Judge Drummond of the federal circuit 
court in 1878 in the case of the receivership of the In- 
dianapolis, Bloomington & Western Railway. 1 Finally 
the principle was reaffirmed by the Supreme Court the 
same year in the receivership of the Chicago, Danville 
& Vincennes Railroad. Chief Justice Waite based the 
decision partly on public policy, but also on the equities 
of the case. On the latter point he said : " The mortga- 
gee has his strict rights which he may enforce in the 
ordinary way. If he asks no favor, he need grant none. 
But if he calls upon a court of chancery to put forth its 
extraordinary powers and grant him purely equitable 
relief, he may with propriety be required to submit to 
the operation of a rule which always applies in such 
cases, and do equity in order to get equity." 2 

Where the revenues are insufficient to pay the wages, 
the court is apt to authorize the receiver to incur a debt 3 
in order to keep up wage payments, sometimes even 
directing the issuance, for this purpose, of receivers' cer- 
tificates 4 which become a first lieu on all the property. 

1 Turner, et at., v. I. B. & W. R'y Co., etal., 8 Biss., U. S., 315. 

2 Fosdick v. Schall, 99 U. S., 335. 

8 E. g., the Denver & Rio Grande Railway, 1884, 16 Railroad Ga- 
zette, 543 ; the Chicago & Great Southern Railway, 1885, 10 Railway 
Age, 556, etc., etc. 

* E.g., the Indianapolis & St. Louis Railroad, 1882, 14 Railroad 
Gazette, 385 ; the Indianapolis, Bloomington & Western Railway, 
1877, 9 Railroad Gazette, 400 ; the Atchison, Topeka and Santa Fe* 
Railroad, 1894, 26 Railroad Gazette, 557. 
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The appointment of a receiver indeed not only leads 
often to promptness in paying current wages, but fre- 
quently to the clearing up of arrears, 1 sometimes of long 
standing, 2 the personal property of the company some- 
times being sacrificed for this purpose. 3 

But the resources at a receiver's command are not al- 
ways sufficient to bring an insolvent road to solvency 
even so far as the current expenses are concerned. 
Wages may still fall behind, 4 and receivers may be un- 
able to pay them. It is sometimes impossible for the 
receivers to float any paper, and they have been obliged 
to pay employees in receivers' certificates, 5 which, under 
such circumstances, were practically of no value. 

1 E. g., the Atlantic & Pacific Railroad in 1875, 7 Railroad Gazette, 
481 ; the Indianapolis, Cincinnati and Lafayette Railroad, 1876, 9 
Railroad Gazette ', 126 ; the Louisville, Paducah & Southwestern Rail- 
road, 1876, 8 Railroad Gazette, 374. 

2 The law of Wisconsin (1885, Ch. 48), makes wages of employees 
for three months, and that of Utah (1896, Ch. XLIX), for one year 
prior to the receivership, a preferred debt. See also note 3 page 63. 

8 E. g., the Chicago, Indiana & Eastern Railway, 1896, 21 Railway 
Age, 51. 

4 In 1874, when the Springfield & Illinois Southeastern Railway was 
about to be sold under foreclosure, some of the employees struck for 
four months' pay which they feared could not be collected if the re- 
ceiver was permitted to sell the road, 6 Railroad Gazette, 378. When 
all the employees on the eastern division of the Chicago & Lake Huron 
Railroad struck, in 1875, four months' back wages were due, 7 Rail- 
road Gazette, 115. In 1877 all the employees, and in 1881 the freight 
trainmen on the Illinois Midland Railway struck, demanding back 
pay, 9 Railroad Gazette, 342 ; 13 Id., 433. The same was true of 
freight crews on the Buffalo, New York & Philadelphia Railroad in 
1885, 17 Railroad Gazette, 399. 

6 Strikers on the New York & Oswego Midland Railroad in 1874 
complained that the receivers' certificates in which they were paid 
were worthless, 6 Railroad Gazette, 86. 
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The efforts of receivers to bring expenses within the 
revenues, also, often lead to wage reductions, 1 sometimes 
of a very serious character, or to an even more serious 
lengthening of the working day, 2 perhaps oftener still to 
a radical cutting down of the working force, throwing 
great numbers of employees out of work altogether. 3 
Sometimes the more rigid discipline of the receiver has 
had a similar effect. 4 

In some respects rights and interests of employees have 
been peculiarly guarded 5 under receiverships. The 

1 A strike 011 the Erie Railway in 1877 was occasioned by reduction 
of wages ten per cent., ordered by the receiver, 9 Railroad Gazette, 
284. Even after a strike in 1876 the engineers on the Indianapolis, 
Bloomington & Western Railway were obliged to accept a ten per 
cent, reduction, though they gained some reduction in the number of 
miles constituting a trip, 8 Railroad Gazette, 335. Some freight train 
men on the Buffalo, New York & Philadelphia Railroad who struck 
in 1885 had had their wages reduced 25 per cent, by the receiver, 17 
Railroad Gazette, 399. The receiver of the Denver, Leadville & Gun- 
nison Railway, on taking charge in 1894, reduced the wages of all em- 
ployees, 26 Railroad Gazette, 572. 

2 4,500 employees were affected by the order of the receivers of the 
Baltimore & Ohio Railroad in 1896, increasing the hours of daily labor 
for shopmen from eight to ten, 21 Railway Age, 150. 

8 E.g. the receiver of the Toledo, Cincinnati & St. Louis Railroad, 
1885, threw twenty crews out of work by abandoning trains, 10 Rail- 
way Age, 29 ; the receiver of the Wabash, St. Louis & Pacific Rail- 
way in 1886 closed the shops at Springfield, dismissing three hundred 
men, 18 Railroad Gazette, 85 ; etc., etc. 

4 The receiver of the Pacific Railroad of Missouri in 1877 dismissed 
conductors who were alleged to have stolen $ 80,000 in a year from the 
company, 13 Railway Review, 23, 130. 

5 Judge Powers decided in 1879, in the case of the Portland & 
Ogdensburg Railroad, Vermont Division, that under the Vermont law 
a laborers lien on the personal property of a railroad is not affected 
under a receivership, but is a claim even ahead of the receiver's cer- 
tificates, 11 Railroad Gazette, 665. 
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United States court which appointed the receiver of the 
Atlantic & Pacific Railroad forbade (1896) his black- 
listing members of the American Railway Union. 1 
Judge Treat of the federal court in 1885 stopped the at- 
tempt of his receiver to deduct three per cent, attorney's 
fees from receiver's certificates with which he paid the 
employees of the St. Louis Coal Railroad. 2 The Supreme 
Court of Minnesota 3 in 1895 prevented the receiver of 
the Minneapolis & St. Louis Railway from escaping 
liability for injuries to employees on the plea that the 
" fellow-servant act " 4 of Minnesota did not specify re- 
ceivers among those subject to its provisions. 

In general it may be said that employees of a railroad 
in the hands of a receiver have ready at hand a court of 
arbitration to which they can easily appeal, and which 
has peremptory power to enforce its decisions. Many 
appeals of this sort have been made, 5 in some of which 
the employees gained their petitions in whole 6 or in part, 7 

1 Chicago Record ', June 13, 1896. 

1 17 Railrod Gazette, 391. 

8 Mikkelson v. Truesdale, 65 Northwestern Reporter, 260. 

4 General Statutes, 1894, \ 2701. 

6 The most important case, and one of absorbing interest is that of 
the Union Pacific employees in 1894, a very full account of which may 
be found in the official report of Ames, et al. v. Union Pacific Rail- 
way Company, et al., 62 Fed. Rep , 7. Next to this may be mentioned 
the case of the Central of Georgia Locomotive Engineers reported in 
Waterhouse, et al. v. Comer, 55 Fed. Rep., 149. 

6 As in the case of the Louisville, Cincinnati & Lexington Railroad, 
whose receiver ordered a ten per cent, reduction of wages, 1 Aug. 
1877, but on the representations of a committee of employees, the 
chancellor ordered the reduction rescinded, 9 Railroad Gazette* 342. 

7 In the strike on the Denver and Rio Grande Railway in 1885, the 
shopmen at Denver and Salida petitioned the judge of the United 
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and when they failed, had at least a prima facie justifi- 
cation * of the refusal furnished them. 

On the other hand some federal courts 2 have refused to 
recognize any claim of the employees to arbitration, and 
the United States Circuit Court for the Eastern District 
of Pennsylvania in 1895 went so far as to permit the 
receiver of the Philadelphia & Reading Railroad 3 to 
promulgate a rule that no one would be employed by 
him who was a member of a labor organization unless 
he would agree to withdraw therefrom. 

But along with the special protection to their rights 
and privileges, employees of railroads in the hands of 
receivers are also subject to special responsibilities and 
limitations. These arise chiefly out of the fact that " it 
is well established that a court will punish as for con- 
tempt, all interference with the operation of a line of 
railroad which is being managed by its receiver." \ In 
consequence of this, as long ago as 1874,* and frequently 
since, striking employees have been punished both by 

States Circuit Court, who decided that the charges of unfair treatment 
were not substantiated, but recommended the receiver not to discharge 
any men because of their going out on the strike, 17 Railroad 
Gazette, 368. 

1 The court refused to set aside the wage schedule enforced by the 
receiver of the Toledo, St. Louis & Kansas City Railroad in 1894, but 
commended the 500 employees who filed the petition for doing so in- 
stead of striking, 26 Railroad Gazette \ 91 ; similarly in the case of a 
ten per cent, reduction of wages by the receiver of the Cincinnati, 
New Orleans & Texas Pacific Railway in 1894, 62 Fed. Rep., 17. 

2 In re Sea. L. S. & En. Ry. Co., 61 Fed. Rep., 541. 
8 Piatt v. P. & R. R Co. et al. t 65 Fed. Rep., 660. 

4 Beach's Commentaries on the Law of Receivers, ? 336. 

6 New York & Oswego Midland Railroad, 6 Railroad Gazette, 86. 
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fine and by imprisonment l for contempt of court in in- 
terfering with the operation of railroads in the hands of 
receivers, a summary sort of procedure not applicable 
against railroad employees generally. In the United 
States Court for the Eastern District of Wisconsin, Judge 
Jenkins went even farther than this, Dec. 13, 1893, and 
issued an injunction 2 restraining the employees of the 
Northern Pacific Railroad, about twelve thousand in 
number, from " combining and conspiring to quit, with 
or without notice, the service of the receivers, with the 
object and intent of crippling the property in their 
custody or embarrassing the operation of the railroad, 
and from so quitting the service of said receivers, with 
or without notice, as to cripple the property or prevent 
or hinder the operation of said railroad." A second 
writ of injunction was issued Dec. 22, 1893, containing 
in addition a clause enjoining all persons from u ordering, 
recommending, approving or advising others to quit the 
service of the receivers of the Northern Pacific Rail- 
road Company on Jan t, 1894, or at any other time." 
On mature consideration, however, this extraordinary 
clause was withdrawn on petition of the principal labor 

1 Both the Vice- Chancellor of New Jersey and the United States 
Circuit Court at Pittsburgh in 1877 imposed fines of $50 to $100 on 
strikers and imprisoned them, the latter for 90 days and the former dur- 
ing the pleasure of the court, for contempt in stopping trains of the 
Central Railroad of New Jersey, 9 Railroad Gazette^ 390, 410 ; 
rioters who stopped trains of the Indianapolis, Cincinnati & Lafayette 
Railroad at Indianapolis, the same year, were imprisoned 90 days for 
contempt by the United States Circuit Court, 9 Railroad Gazette y 367 ; 
etc. 

2 19 Railway Age, 209. 
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organizations among the employees. The court, how- 
ever, refused to modify the original injunction forbidding 
the employees from quitting the service of the receivers. 
An appeal was consequently carried to the United States 
Circuit Court of Appeals, which, Oct. 1 1894, over- 
ruled the court below, on the ground that an equity court 
should not intervene by injunction to compel the affirma- 
tive performance of a contract. 1 

The general traveling and shipping public have not 
been directly affected, to any great extent, by the matter 
of receiverships. In 1884 the receivers of the Wabash, 
St. Louis & Pacific Railway repudiated tickets purchased 
prior to the receivership, and were upheld by the United 
States Circuit Court. 2 A somewhat similar case occurred 
in the receivership of the Marietta & North Georgia 
Railway. The company had contracted with a marble 
company to carry marble between two points, allowing 
the same to be stopped over at an intermediate point to 
be dressed, and then carried to the destination without 
extra charge, the entire charge for freight being paid in 
advance. When the road went into a receivership in 
1891, the United States Circuit Court decided that the 
receiver could not be compelled to transport the marble 
from the intermediate point to the destination, although 
the freight had been paid for such transportation before 
the appointment of the receiver. 3 

But very few receivers have shown any disposition of 

1 Arthur v. Oakes, 24 U. S. Appeals, 239. 
2 16 Railroad Gazette \ 560 ; 17 fd. t 815/ 
8 Cent. Trust Co. v. M. & N. G. R'y Co., 51 Fed. Rep. 15. 
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this sort. For the most part the operation of the rail- 
roads has gone forward without any interruption what- 
ever, and in substantially the same manner as before, so 
far as public accommodations are concerned. Few trav- 
elers, except as they might read the news in the papers, 
would discover that a receiver had been put in charge. 
The public doubtless has occasional cause for complaint, 
but these causes have seldom differed either in nature or 
in degree from causes of complaint against the manage- 
ment of the same railroads by their owners. 1 Indeed the 
appointment of a receiver has sometimes led to the 
resumption of operations of a road which had been tem- 
porarily abandoned, and in the few cases of the opposite 
sort, the receiver has seldom abandoned a road on which 
there was any considerable traffic. 

The difficulty of the public in connection with receiv- 
erships has come mainly when injuries were sustained or 

1 For example, in 1885, the Standard Oil Company, by threats of 
withdrawing its patronage and building a pipe-line, induced the re- 
ceiver of the Marietta & Cincinnati Railroad to make an agreement to 
charge all other shippers 35 cents per barrel on oil from Macksburg to 
Marietta, Ohio, while a rate of only 10 cents per barrel was charged 
the Standard Oil Company, and further, the receiver agreed to retain 
only 10 cents on each barrel delivered by other shippers, and turn over 
the other 25 cents to the Standard Oil Company. This particular 
receivership, however, was in the jurisdiction of Judge Baxter of the 
United States Circuit Court, who did not regard the interest of the 
Standard Oil Company as paramount to all public interests. He dis- 
charged the receiver who made this agreement, and appointed another 
in his place. Judge Baxter characterized the agreement as " discrim- 
ination so wanton and oppressive it could hardly have been accepted 
by an honest man, and a judge who would tolerate such a wrong, or 
retain a receiver capable of perpetrating it, ought to be impeached and 
degraded from his position." Trustees v. C. & M. R. R. Co. et al. t 31 
Fed. Rep., 689. 
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other causes for damages arose. Notwithstanding some 
statute requirements, certain courts have displayed won- 
derful ingenuity in evading the law and securing practi- 
cal immunity from the duties and responsibilities of 
common carriers for their receivers. Persons having 
claims against railroads for damages have consequently 
found considerable difficulty in securing their rights 
from receivers. The chief cause has been the pernicious 
rule, all but universal, 1 that a receiver could not be sued 
except on permission of the court which appointed him. 
In the early practice it was very rare indeed that leave 
was given to sue a receiver in a court of law. The 
result was that the plaintiffs had to present their claims 
often at great expense at a distant and inaccessible point, 
and the litigation was all concentrated in the equity side 
of the court, where the suitor was denied a trial by jury, 
although his demand was a purely legal one and not a 
matter in equity at all. One having a demand against 
a railroad receiver was required to assert it by filing a 
petition of intervention, which was referred to the master 
of the court, whose report and the exceptions thereto 
would at some time come up for consideration by the 
court. 2 

In April 1884, Judge Caldwell, then judge of the 
United States District Court for the Eastern District of 
Arkansas, whose name has been preeminently associated 
with the reform of abuses in connection with receiver- 
ships, adopted a rule 3 that receivers appointed by his 

1 Except in the United States Courts since 1887. 

2 30 American Law Review, 161 ff. 

8 Dow v. Memphis, &c, R. Co., 20 Fed. Rep., 260. 



136 Economic Studies. 

court might be sued in any court of competent jurisdic- 
tion without leave. A few years later this principle 
was embodied in the third section of the Act of March 3, 
1887, 1 and hence became binding on all federal courts. 
It leaves the suit subject to the general equity jurisdic- 
tion of the court in which the receiver was appointed, 
" so far as the same shall be necessary to the ends of 
justice." 2 " The judgment of the State Court is con- 
clusive as to the amount of the debt, but the time and 
mode of its payment must be controlled by the court 
appointing the receiver." 3 For " the right to sue the 
receiver in the State court would be of little utility if 
its judgment could be annulled or modified at the dis- 
cretion of the court. It is open to the receiver to cor- 
rect the errors of the inferior courts of the State by an 
appeal to the supreme court of the State. But this 
[federal] court is not invested with appellate or super- 
visory jurisdiction over the State courts, and cannot 
annul, vacate or modify their judgments." 3 

One of the most flagrant attempts to shut out credi- 
tors from securing their rights, was in connection with 
the receivership of the Texas & Pacific Railway. In 
discharging the receiver, Oct. 31, 1888, the United 
States Circuit Court for the Eastern District of 
Louisiana " ordered that all claims against the receiver 
as such up to said 31st of Oct. 1888, be presented and 
prosecuted by intervention prior to Feb. 1, 1889, and 

1 24 Stat., Ch. 373, p. 554. 
2 24 Stat., Ch. 373, p. 554. 
8 Cent. Trust Co. v. St. L. A. & T. R'y Co., 41 Fed. Rep., 551. 
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if not so presented by that date, that the same be barred, 
and shall not be a charge on the property of said com- 
pany," 1 thus endeavoring by judicial fiat to outlaw all 
claims after the lapse of only three months. The Su- 
preme Court of Texas, however, has enforced claims 
against the company at a later date, 1 refusing to honor 
this order, especially as the requirement that claims be 
prosecuted by intervention is plainly an explicit viola- 
tion of the Act of Congress permitting suits against a 
receiver to be brought in any court of competent juris- 
diction. 

The public in organized capacity as the state have 
some occasion to complain of the management of re- 
ceivers. Although it is a well established principle that 
receivers operating railroads are common carriers, some 
courts have shown a disposition to manage railroads 
utterly regardless of all laws for the regulation of rail- 
roads, where the law does not expressly specify receivers 
among those subject to the provisions of the act. 2 Even 
before the Act of March 3, 1887, which directs receivers 
operating railroads to conform to the legal regulations 
of the States in which the property is situated, some 
judges governed themselves by the very obvious principle 
of justice on which this law is based. 3 And since that 

1 Texas & P. R'y Co. v. Johnson, 76 Texas, 421. 

2 To remedy such an abuse the legislature of Massachusetts was 
obliged to enact a special law prohibiting the obstruction of highways 
by the receivers and assigns of railroad corporations. Acts of 1895, Ch. 

173. 
8 For example, Judge Deady, in 1885, ordered the receiver of the 

Oregon & California Railroad to obey the law of Oregon limiting pas- 
senger fares to four cents per mile and freight rates to those in effect 
1 Jan. 1885, and forbidding discriminations, 10 Railway Age, 327. 
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time a federal court decided in August 1890, that "the 
receiver of a railroad in Florida, where discrimination in 
freight rates is a criminal offense, has no right to make 
such a discrimillation. ,, l But in other instances it has 
suited the pleasure of federal courts to put themselves to 
considerable trouble to interfere with the enforcement of 
valid State laws in so far as they applied to railroads in 
the hands of receivers of the federal courts. 

Prom 1889 the South Carolina Railway, and from 
1892 the Richmond & Danville system, operating 1,419 
miles of railroad in the State of South Carolina — con- 
siderably more than half the total railroad mileage of 
the State — were operated, until 1894, by receivers ap- 
pointed by the United States Circuit Court for the Dis- 
trict of South Carolina. On the claim that the taxes 
were excessive in amount, the receivers, under the direc- 
tion of the court, refused to pay the taxes for 1 890-1, 
amounting to about $100,000, and the taxes for 1891-2, 
amounting to about $6o,ooo. 2 In conformity to the law 
of the State, several county treasurers issued tax execu- 
tions, and the sheriffs proceeded to seize certain property 
of the railroads. On the order of the federal court the 
sheriffs were arrested and fined for contempt of court, 
and imprisoned until the fines should be paid. On ap- 
plication for a writ of habeas corpus the Supreme Court 

1 Cutting v. Fla. Ry. & Nav. Co., 43 Fed. Rep., 747. 

2 The facts of the case are detailed at length, and the general subject 
of receiverships is discussed in a memorial of the Legislature of South 
Carolina to the Congress of the United States, published in 28 Ameri- 
can Law Review \ 1 61-195 ; see also the Supreme Court's decision, In 
re Tyler, 149 U. S., 164. 
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of the United States sustained the Circuit Court in com- 
mitting the sheriffs for contempt. But the decision of 
the Supreme Court declared that property in the hands 
of a receiver "is not thereby rendered exempt from the 
imposition of taxes by the government within whose 
jurisdiction the property is, and the lien of the taxes is 
superior to all other liens whatsoever ; " and that it is 
" the imperative duty of the court to recognize as par- 
amount, and to enforce with promptness and vigor, the 
just claims of the authorities for the prescribed contribu- 
tion to the State and municipal revenues, and when con- 
troversies arise as to the legality of the tax claims, there 
ought to be no serious difficulty in adjusting such con- 
troversies upon proper suggestion." Unfortunately, 
however, the State of South Carolina, under the decision, 
has no means of holding the court to its " imperative 
duty," l and the receivers were, for a long time, sustained 
by the Circuit Court in their refusal to pay taxes, simply 
because the State had at its command no adequate means 
to compel payment. 2 

The same court also instructed its receivers to ignore 
the dispensary law of South Carolina, and transport spir- 
ituous liquors in defiance of that law. 3 Certain State 
constables were indiscreet enough to seize without a 
warrant some liquors which were being transported in 

1 " Property in the hands of a receiver of a federal court cannot be 
reached by proceedings for the collection of state taxes, without the 
consent of such court." In re Tyler, 13 Supreme Court, 785 ; 149 
United States, 164 ; Oakes et al. v. Myers, 68 Fed. Rep., 807. 

8 A settlement was finally made in regard to the taxes, and the 
roads have been put into the hands of the corporations which pur- 
chased them at the foreclosure sales. 

8 The facts of this case are also detailed in the memorial to which 
reference was made above, note 2, page 138. 
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violation of the law, and thus put themselves in a posi- 
tion where their conduct could not be sustained on ap- 
peal to the Supreme Court of the United States. But 
the receivers, in their general policy of lawlessness, have 
attempted no justification of themselves, but have simply 
relied on the fact that defects in our laws enable federal 
judges, who are so disposed, to be effective shields to pre- 
vent certain criminals being brought to justice by the 
State. 



CHAPTER IV. 

THE FUTURE OF RAILROAD RECEIVERSHIPS. 

In considering suggestions for alleviating the evils of 
receiverships, certain fundamental facts must be kept in 
mind which are commonly overlooked in discussion of 
these matters. In the first place the railroad system of 
the United States is already for the most part constructed. 
The railroad mileage of the United States is nearly as 
great as that of all the rest of the world combined. Sev- 
eral States of the United States have even more miles of 
railroad in proportion to their area than the best-supplied 
countries of Europe. It would therefore seem perfectly 
obvious that many suggestions which might be of great 
value to a country just entering upon an era of railroad 
development, would be quite impracticable for the United 
States. Our railroad system has developed in many re- 
spects very differently from what might have been de- 
sired, but it has been built, and it cannot now be torn up 
and built over again. The problem is, how to make the 
best of what we have. 

In the second place, a very large number of the rail- 
roads of the country are subject to financial limitations 
of such a sort that those who have charge of them find 
it impossible to adopt some expedients which have proved 
useful elsewhere. Investors have formed certain habits, 
which, however irrational, cannot be instantly changed 

7 
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by reformers, but are at best subject only to gradual 
modification. 

In the third place, little is gained by suggesting a 
complex and complicated scheme of reform, since such a 
plan involves too great a risk of total failure. The only 
direction in which improvement can be expected is 
through simple modifications which can be made with 
comparative ease, and modifications so little dependent 
upon one another that some may be abandoned, if found 
impracticable, without the necessity of abandoning all. 
In formulating a new plan, organic connection between 
all the parts is very desirable, but the case is very differ- 
ent with proposals for modifying an old structure. Plans 
most likely to prove practicable must depend largely on 
fostering and stimulating desirable tendencies which 
have already begun to manifest themselves, and check- 
ing or diverting tendencies which plainly aggravate the 
difficulty. Discovery must play a much more important 
part than invention. 

To begin with, the evils of receiverships may best 
be avoided by removing the causes of receiverships. 
In so far as railroads are hampered by legal restrictions 
to prevent consolidation, they should be relieved by the 
repeal of such laws. More effective means must be 
found to prevent destructive rate wars ; and to this end 
the Interstate Commerce Commission might well be 
empowered to prescribe minimum rates between com- 
petitive points. If the intention of the law to authorize 
the Commission to limit maximum rates could be made 
clear beyond question, the chief objection to legalized 
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pooling would disappear. Legal suppression of " ticket- 
scalping" would be a distinct advantage if the law could 
prevent railroad companies themselves from supplying 
scalpers with quantities of tickets at " cut" rates. 

The public policy which has encouraged the building 
of needless railroads, and so dividing up the traffic as to 
make it unprofitable even at high rates, may well be re- 
versed. Instead of donating land-grants, right of way, 
depot-grounds and bonds to companies proposing to 
build new railroads, most of the States might better re- 
fuse them charters altogether, unless it can be clearly 
shown that the new railroad has a reasonable prospect 
of developing enough new business to make it profitable. 

But after all has been done the fact still remains that 
much of the cause of receiverships lies in the past and 
cannot now be undone. When the building of a fac- 
tory proves a mistaken venture, the factory is transformed 
into something else or allowed to fall into decay, but a 
railroad once built and equipped can almost always be 
made to earn something, and consequently few railroads 
are ever abandoned ; the most luckless ventures still re- 
main to complicate the problem. The excessive build- 
ing of railroads has permanently lessened the earning 
capacity of railroads generally. Foreclosure and re- 
organization are often only the necessary recognition of 
this unpleasant fact. 

So after every means has been taken to reduce to a 
minimum the occasions for receiverships, there will still 
remain the necessity for a somewhat frequent resort to 
this procedure. It is important, therefore, that a pro- 
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ceeding to which such frequent recourse must be made, 
be adapted as perfectly as possible to the ends which it 
is intended to subserve. 

One of the most urgent needs is for the codification of 
the law of receiverships as applied to railroad corpora- 
tions. This could be accomplished with comparative 
ease at least with the federal law, and it is the federal 
law which is of most consequence in this matter. 1 A 
few years ago a codification would have been premature. 
It might have prevented some abuses, but the system 
would have lacked flexibility, and thus have given rise 
to other evils quite as deplorable. While the idea of 
the receivership as applied to the modern railroad was 
in the earlier stages of its development, it was well to 
allow the utmost latitude to the courts, in order that the 
law might come to be the outgrowth of practical experi- 
ence rather than a creation on a theoretical basis. But 
the last half century has seen the growth of a mass of 
decisions covering pretty fully the chief points which 
have risen and are likely to arise in the handling of re- 
ceiverships. Doubtless some wholly new questions will 
arise in the future, but they will be apt to be connected 
with new phases of railroad development which cannot 
be readily anticipated, and latitude could still be left to 
judicial interpretation to meet such cases. 

The decisions to which reference has been made are 
to some extent conflicting, since comparatively few have 

1 By reason of the bondholders, at whose suit a receivership is com- 
monly instituted, often being citizens of other States than the ones in 
which the railroads are incorporated, the suits are more apt to be 
prosecuted in the federal than in the State courts. 
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come from the final court. In some instances it is of less 
consequence which decision is accepted than that there 
be certainty and uniformity. This there cannot be 
until the Supreme Court passes upon the points or they 
are fixed by statute. In other cases of conflict the pre- 
ferable one is not difficult to select. Some of the worst 
abuses of the receivership x have been in direct violation 
of the principles of the common law, but judges who are 
so disposed can violate these principles with impunity 
so long as they are not restrained by statute or by 
specific declarations of the Supreme Court. 

To some extent, however, these decisions have dis- 
closed certain tendencies which need to be checked by 
law, or defects which ought to be remedied. 

1. The law should limit rigidly the causes for which 
a receiver may be appointed, and should require the 
applicant to show conclusively that causes exist. A re- 
ceiver should be appointed only upon reasonable proof 
that such action is the only practicable way to prevent 
definite injury to the interests of the petitioner ; and it 
should be demonstrated that this injury is clearly in the 
nature of an injustice, not, for example, such injury as 
might accrue to a bondholder by reason of the execution 
of a judgment legally obtained. If the appointment is 
made immediately, it should be temporary, to last only 
until all interests involved have had an opportunity to 
be heard. The law should specify who may petition for 
a receiver, and should especially prevent the possibility 

1 Such, for example, as the practice of appointing interested parties 
as receivers. See above, pages 98-100. 
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of a "friendly receivership" being secured by the 
officials to strengthen and perpetuate their own power. 

2. The law should limit the duration of the receiver- 
ship, by prescribing conditions on the fulfillment of 
which the receivership must be terminated, leaving to 
the discretion of the court an earlier termination where 
practicable. 

3. Suitable means should be taken to secure the ap- 
pointment of a proper person as receiver. The election 
of a receiver by the bondholders has been advocated. 
There are excellent reasons and weighty authorities 1 in 
favor of such a plan. Possible weaknesses may be in 
the conceivable contingency of a failure of a majority 
of the creditors to agree on a receiver, and still more in 
the fact that it seems hardly in accordance with the fun- 
damental idea of the receiver as a disinterested party 
and not a representative of a single class of interests ; 
for unlike an ordinary case of insolvency, a railroad 
case involves not simply two classes, a debtor company 
on one hand, and a body of creditors on the other, but a 
complex of very varied interests not by any means 
identical. But if the appointment is still left to the 
court, the naming of an officer or stockholder of the 
company should be definitely forbidden. The difficulty 
of procuring competent persons can hardly be urged in 
good faith against such a prohibition, especially while 
the customary liberality in the way of remuneration is 
contiuued. 

1 See President Moorfield Story's address at the Convention of the 
American Bar Association, Aug. 1896, 36 Railway Review, 467. 
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4. The powers and duties of receivers should be de- 
fined as closely as possible. It is probably necessary to 
allow considerable latitude to the receiver, but the ten- 
dency is to allow him almost unrestricted power. The 
necessity for permitting a receiver to build new railroads, 
if it ever existed, has certainly passed away. In a few 
cases, where the earning of a valuable land-grant 
hinged on the completion of a road by a certain date, 
it might seem an unnecessary hardship to require con- 
struction to stop as soon as a receiver is appointed. But 
with the discontinuance of land-grants this excuse has 
disappeared. 

Particularly should the power of receivers, under direc- 
tion of the court, to issue receivers' certificates which 
constitute a first lien on the railroad, be limited to such 
emergencies as necessitate their issue in order to prevent 
serious injury to the property. By all means the issue 
of receivers' certificates for building new lines of rail- 
road, branches or extensions, should be forbidden. If 
funds for these purposes cannot be raised by other means, 
there is little likelihood that the enterprise ever will 
prove productive, and neither the public nor investors 
will be benefited by increasing the mileage of unprofit- 
able roads. Indeed it is a question whether receivers' 
certificates should ever be allowed priority to the claims 
of any class of creditors who do not assent to their issue, 
unless absolutely necessary in order to pay taxes, or wages 
or other operating expenses in the narrowest sense of the 
term. And issue of certificates for these purposes should 
be permitted only as a temporary expedient. If, in spite 
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of rigid economy, the operating expenses exceed the in- 
come for a protracted period, the road must ultimately 
be abandoned anyway, and its operation may as well be 
suspended sooner as later. 

The law should totally abolish certain privileges and 
prerogatives which have come to attach to the receiver, 
not from considerations of equity or public policy, but 
because of the supposed sacredness of his person as the 
representative of the court. While, to avoid needless 
complications, it may be preferable for the court which 
appoints a receiver, to retain some control of suits 
brought against the receiver, every facility ought to be 
offered to those who have causes for suits, to prosecute 
them as readily as if they were brought against private 
individuals or corporations. The receiver should be just 
as amenable to the State law and as much within reach 
of suitable legal processes as other persons. The notion 
of a receiver as being elevated above all law and subject 
only to the caprice of a court, is intolerable. 

The law should accurately define preferential debts, 1 

1 The reasons for giving certain obligations priority of claim over 
the mortgages, are shown fully by Judge Hanford of the federal court 
for the Oregon district in Farmers' Loan & Trust Co. v. N. Pac. R. Co. 
(71 Fed. Rep., 245). He says : "A railroad is a public highway, de- 
signed for public use. A corporation owning it enjoys a franchise 
which makes it in a measure a public servant, obligated to serve the 
public by keeping the road in operation. Railroads cannot be oper- 
ated without incurring expense and liabilities for injuries accidentally 
inflicted. The laws of the country require that expenses in operating 
railroads, and liabilities arising from injuries committed in operation 
thereof shall be paid ; and he who takes a mortgage on a railroad does 
so with the knowledge that the railroad must be operated, and that its 
earnings must, so far as necessary, be absorbed in the payment of 
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and not permit the revenues of the railroad to be diverted 
to any other objects than those specified. The law should 
also fix the time that must elapse before claims accruing 
prior to the receivership can be outlawed, as well as 
claims against the receiver, and should not permit a 
court arbitrarily to annul such claims when only a few 
months old. It is somewhat singular that while a " sov- 
ereign state " is forbidden to make any law impairing 
the obligation of a contract, this prerogative should be 
exercised freely by federal judges at their unlimited dis- 
cretion without any specific authority of law whatever. 

5. The jurisdiction of different courts in receivership 
cases needs to be established clearly by statute. The 
infrequency with which the affairs of important rail- 
roads are confined to a single judicial district, make this a 
matter of considerable importance. The need of legis- 
lative remedy was urged in the annual report of the 
attorney-general of the United States for 1895. 1 After a 

operating expenses, and discharging the burdens which the law places 
upon such property." See also Fosdick v. Schall, 99 U. S , 235, 
quoted above, p. 127. 

1 "The Northern Pacific litigation has called attention in a striking 
way to the necessity which has long existed of legislation to regulate 
the appointment of receivers and judicial sales of railroads, parts 
of whose lines are in different circuits. Public, as well as pri- 
vate, interests require the preservation of the unity of such lines in 
their management pending the foreclosure, and in their sale. This 
can now be accomplished only by harmony of action among the 
courts of the various circuits, but the appointment of receivers and 
the repetition of orders in each circuit cause a multiplication of trouble 
and expense which can well be avoided. When, however, the differ- 
ent courts refuse to cooperate, not only are public and private inter- 
ests in the property imperilled and costs more greatly multiplied, but 
there is constant risk of scandal from which the administration of jus- 
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good deal of wrangling and expense, the question of 
jurisdiction is usually settled by some sort of comity, 
but an authoritative settlement in advance of the exact 
relation of the different courts to the matter, would be 
of great advantage. 1 The question involves no very 
serious difficulty. It does not so much matter what de- 
cision is reached, as that a clear and explicit rule be 
adopted. It is especially unfortunate that now there is 
no single court of final appeal in cases of railroad receiv- 
erships. " By section 6 of the act of Congress creating 
the Circuit Court of Appeals, approved March 3, 1891, 
litigants in this class of cases are deprived of the right 
of appeal to the Supreme Court of the United States, 
since in such cases the original jurisdiction of the cir- 
cuit courts is ordinarily dependent solely upon the di- 
verse citizenship of the parties, and the judgment of the 
Circuit Court of Appeals is made final, unless that court 
shall see fit to certify to the Supreme Court questions of 
law upon which it desires the instruction of that court. 
As the result of this unfortunate legislation, nine differ- 
ent courts of appeal now exist which are thus, in effect, 
made courts of last resort in the most important litiga- 

tice should be kept free. There seems to be a general demand for 
relief. It can readily be afforded by providing that suits to foreclose 
mortgages or appoint receivers of such railroads shall be brought in 
the circuit where the principal operating offices are, or in the circuit 
in which the chief terminals are situated, or in that containing the 
greatest length of track, or full jurisdiction might be given to the 
court in which suit is first brought." At the beginning of the receiver- 
ship the Northern Pacific Railroad operated lines in the territory of 
eight federal judicial districts in three different circuits, besides hold- 
ing property in a district of still another circuit. 
1 See also the suggestion made below, page 154. 
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tions which come before the federal courts. Uncer- 
tainty and want of harmony in the decisions of these 
courts must necessarily result from this system." 1 

So far these suggestions do not introduce any innova- 
tions. They are, in fact, quite in harmony with the 
best practice of the courts at present. It is proposed 
not so much to change the nature of the procedure as 
to bring the practice of all up to the standard set by 
the best. They differ from some suggestions made by 
eminent lawyers and railroad managers not so much in 
their matter as in the proposal to bring the courts up to 
this standard by legal compulsion rather than to be 
content with simple exhortation. Efforts have been in- 
deed made to accomplish some of these changes by 
legislation, 2 though they have aimed rather to cure cer- 

1 High, Treatise on the L,aw of Receivers, 3d edition, (Chicago, 
1894), Preface. 

2 The House of Representatives, July 20, 1894, passed a bill (H. R. 
6284, 53d Cong., 2d Session) to prevent interference in the collection 
of State, county and municipal taxes assessed against corporations in 
the hands of receivers, but it failed of consideration in the Senate. In 
the 54th Congress, bills were introduced in the House and referred to 
the Judiciary Committee, to define the liabilities of receivers or man- 
agers of railroads or other property appointed by the United States 
courts, to prescribe where and how they can be sued and served, etc., 
(H. R. 1966) ; relating to the appointment of receivers for and the re- 
organization of insolvent railroad corporations (H. R. 8895) ; also one 
{H. R. 4) which was referred to the Committee on Commerce, making 
ineligible for appointment as assignee or receiver, officers, etc , of cor- 
porations engaged in interstate commerce. None of these were re- 
ported. On March 24, 1896, the House passed a bill (H. R. 325) 
providing that United States railroad corporations shall, for purposes 
of jurisdiction, be deemed citizens of the respective States into which 
their lines of railway may extend. The bill died in the Senate Judi- 
ciary Committee. Bills were introduced in the Senate and referred to 
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tain defects by piecemeal, than to bring the whole sys- 
tem of receiverships into harmony with modern re- 
quirements. 

This suggestion for a codification of the law, if 
adopted, would tend materially to reduce the number of 
receiverships. A limiting of the number of causes for 
which receivers could be appointed would lead to the 
denial of a larger proportion of the petitions for re^ 
ceiverships. A prompter closing up of receiverships 
would leave a smaller number in effect at any time. If 

« 

interested parties could not be appointed as receivers, 
the instigating motive which prompts too many applica- 
tions for receiverships would be entirely removed ; and 
a closer limitation of the powers of the receiver would 
operate to some extent in the same way. For while 
other causes have contributed powerfully to increase the 
number of receiverships in recent years, there can be 
no doubt that the loose practice of the courts has led to 
much greater readiness to apply for a receivership, at 
the same time that an undue share of the petitions were 
granted. 

the Judiciary Committee to declare jurisdiction of United States courts- 
in suits for foreclosure of railroad mortgages or enforcing any lien 
against, running through two or more districts or circuits (S. 1255) ; 
and one (S. 331) providing that no person shall be eligible as assignee 
or receiver of a bankrupt corporation engaged in interstate commerce 
who shall have been a director, officer or employee of such corporation 
at any time during the three years next preceding such bankruptcy. 
The former was not reported at all and the latter was reported ad- 
versely. Two of the House bills mentioned above (H. R. 1966 and 
8895) have been reintroduced in the 55th Congress and referred to the 
House Judiciary Committee (as H. R. 1584 and 63 respectively), which 
also has charge of another (H. R. 436), to amend the judiciary act of 
August 13, 1888. 
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And while nevertheless receiverships will doubtless 
continue to be numerous for some years to come, a codi- 
fication of the law along the lines suggested, would go 
a great ways toward eliminating at least the more obvi- 
ous of the evils of such receiverships as should still be 
necessary. 

There is still one other direction in which it is worth 
qonsidering whether an important reform might not be 
accomplished. One naturally hesitates to suggest what 
may at first thought seem to complicate still further the 
machinery of the judiciary. It occasionally happens, 
however, that when new functions are necessary, it may 
really simplify matters for a new organ to be developed. 
Whatever objections may be discovered, there are strong 
considerations to be found in favor of the establishment 
of a federal bureau or commission charged with judicial 
powers, to have exclusive charge of such railroad re- 
ceiverships as might be brought under federal jurisdic- 
tion. On the side of the interest of the railroad proper- 
ties, several things may be said in favor of a complete 
separation of these cases from the circuit courts. 1 

1 Since these paragraphs were written the following editorial has 
been noticed in the American Law Review for April-May 1896 : 
" The manner of dealing with insolvent railways is a very large ques- 
tion, manifestly too large for State action, except in the case of rail- 
ways which lie wholly within the limits of a single State. We have 
half a notion that the best way to deal with it would be for Congress 
to clothe the Interstate Commerce Commission with judicial powers, 
constituting it a sort of railway court of bankruptcy, under such safe- 
guards as should maintain, on the one hand, the right of the public to 
have the insolvent interstate railroad safely operated, and such as 
should, on the other hand, conserve, as far as possible, the rights of 
creditors according to their respective priorities." 30 American Law 
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i. All conflicts of jurisdiction in receivership cases 
between different federal courts would be at once obvi- 
ated by taking all such business out of their hands ; 
while there would never be the slightest occasion for 
dividing up a single railroad system into several receiv- 
erships, because of its lines happening to lie in different 
States. 

2. A body devoted exclusively to the consideration of 
railroad receiverships, could handle the business much 
more expeditiously than a court which is obliged to 
carry on its docket every sort of case in civil and crim- 
inal law and equity. 

3. A very large share of the work of a court in the 
matter of railroad receiverships is not judicial but ad- 
ministrative in its character. The formation of a separ- 
ate court or commission would make it feasible to put it 
in the hands of men chosen for their peculiar fitness for 
this special work in a way which is hardly possible for 
the judges of the courts in general. The experience 
which could be gained in such a position, too, would 
soon develop capacity for dealing with this kind of busi- 
ness which could not be expected of the judges of the 
circuit courts. 

4. While comparatively of less consequence it may be 
worth mentioning that much could be gained in the way 
of harmonious cooperation in management if all the rail- 
road receiverships of the country were under the direc- 
tion of a single court. In times when a large percent- 

Review, 260. The suggestion in the text would obviate the objection 
which would naturally occur to one against adding so materially to 
the work of a commission whose docket is already overcrowded. 
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age of our railroad system is in receiverships, this con- 
sideration might be of some importance. 

5. The concentration of this business would bring it 
much more clearly before the public, and for this reason 
alone would have a powerful tendency to rid it of many 
of the corrupt or at least questionable practices which 
have too often characterized receiverships. Many among 
the numerous judges scattered over the country may 
safely risk incurring the odium attaching to favoritism 
in the appointment of receivers and a mild degree of 
corruption in the operation of the property, especially 
when only a very small fraction of the public is suffi- 
ciently informed to be able to fix the responsibility on 
any individual judge. But no bench could withstand 
the concentrated force of public opinion which would 
be directed in criticism against it in the event of such 
practices being continued, if this court was generally 
known to have practically all the receivership business 
of the country in its hands. 

6. Together with its effect in compelling a higher 
standard of appointments, the concentration of the work 
of receiverships would bring within reach of such a court 
a greater range of choice of available men for receivers 
than is accessible to the judge of a single sectional court, 
who has only now and then an occasion to appoint a re- 
ceiver. When a court having all the railroad receiver- 
ship business in its hands had found a man efficient as a 
receiver, there is no reason why he should not, after com- 
pleting his work, be appointed to the next important 
receivership established by the court. In a short time 
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an exceptionally skilled body of men would be at hand, 
the new ones being first put in charge of only the least 
important roads, and when a receivership became neces- 
sary for a great system, only men of great experience as 
receivers and who had proved their efficiency and integ- 
rity by years of successful service need be considered as 
possible candidates for appointment. It is too palpable 
to require any demonstration that such an arrangement 
would greatly increase the percentage of receiverships 
which would reach a close satisfactory both to the par- 
ties directly concerned and to the public as well. 

Such a court ought not to be established to meet a 
temporary emergency. For reasons already pointed out, 
however, there is no room to doubt that its docket would 
be well filled for some years to come. The legal details 
of the plan could be carried out without any severe strain 
on the legal talents of the law-making power. If it 
were desirable to reduce the judicial powers of the court 
to a minimum, so as to restrict its work to administra- 
tion as far as possible, it could be so arranged that a re- 
ceiver could be sued in any court in which the railroad 
company itself could be sued, or if this were deemed im- 
practicable, arrangements could be made for periodical 
sittings of the court in different parts of the country 
where it would be accessible to suitors. The court could 
be brought into harmony with the judicial system of the 
country by providing for appeals on points of law to the 
Supreme Court of the United States. 

A withdrawal of the business of railroad receiverships 
from the ordinary courts and a concentration of them in 
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a bureau arranged purposely to meet the peculiar needs 
of business of this sort, would make it possible for receiv- 
erships to be managed in a much better way than can 
be done under present arrangements. At the same time 
it would be a great relief to the courts, for they are be- 
ing crowded with the growing volume of receivership 
cases, which require a share of the courts' attention quite 
out of proportion to the importance of the business, im- 
portant as it is ; and their withdrawal would also take 
from the courts a patronage which has in some cases 
proved likely to become a serious menace to their in- 
tegrity. 
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APPENDIX 

ON THE SOURCES OF INFORMATION. 

The Railway Age (Chicago) publishes annually, since 1884, lists of 
railroads for which receivers were appointed the preceding year. 
Similar lists were also published for the years 1876-9. These lists 
have been reprinted in other periodicals. They give the mileage of 
each road named, and the amount of its capital stock and funded 
debt. The figures are subject to more or less correction, especially as 
regards mileage. (See also above, note 2, page 67). The lists are not 
quite complete, and include some roads which should be omitted. 
The summaries reprinted year after year do not seem to have been 
corrected. The Railway Age of 15 Dec. 1893, gives a nearly com- 
plete list of the railroads which were in the hands of receivers at that 
date. 

Poor's Manual of Railroads for 1884 gives (page 1009) a list of rail- 
roads placed in the hands of receivers during the first six months of 
1884, and the names of the receivers. 

Poor's Manual of Railroads for 1886 gives a list of roads for which 
receivers were appointed in 1885, with, in some instances, the exact 
date of the appointment, the number of miles owned, and the amount 
of stock, bonds and debt. An accident to the printer's form, however, 
pushed the dates just far enough out of line to destroy their value. 
In some other respects the list is not entirely correct. 

Poor's Directory of Railway Officials, published separately from the 
Manual, beginning with 1886, gives, in the case of railroads in the 
hands of receivers, the name and address of the receiver. The same 
is true of Ashcroft's Railway Directory for 1862 (New York, 1862),. 
though "owing to the unhappy state of the country" the directory- 
is not altogether complete. 

The Interstate Commerce Commission's Seventh, Eighth and Ninth 
Annual Reports of the Statistician contain nearly complete lists of rail- 
roads which were in the hands of receivers at the dates of the reports,. 
June 30, 1894, 1895 and 1896. The lists give the exact official title of 
each road, and also, in the case of subsidiary roads, of the controlling 
company, the number of miles owned, the number of miles operated, 
and the date of the appointment of the receiver. Unfortunately, 
however, the date does not necessarily show when the receivership. 
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began, but only when the individual in charge received his appoint- 
ment, — a matter of trifling concern to the public. The financial 
statistics are, of course, given with those of the other railroads in the 
body of the report. 

Previous statistical reports of the commission have given no particu- 
lar notice to receiverships, except that, in the column of "Remarks" 
in the classification of railways and mileage, the name of the receiver 
and, since 1889, the date of his appointment have occasionally ap- 
peared in connection with the name of a road which was in a receiver- 
ship at the date of the report. Nothing like a complete list could be 
compiled from this source, however. 

The successive numbers of Poor's Manual of Railroads (published 
annually 1868 to date) give more or less information about nearly all 
the railroads of the United States, but no systematic attention is paid 
to receiverships. If a road has been in the hands of a receiver during 
the current year the fact is usually mentioned in the account given of 
the road, (though not always, especially in the earlier years,) and 
generally the name of the receiver appears, sometimes the date of his 
appointment. Misprints, especially in the matter of dates, are fre- 
quent, however, and sometimes stand year after year without being 
corrected. The later numbers especially give condensed histories of 
many of the railroads, or cite references to such histories in earlier 
numbers ; if a road has passed through a receivership, the fact is very 
apt to be mentioned, sometimes with the occasion and the date of its 
beginning and the time and terms of its close. As a great number of 
receiverships resulted, however, in the road merging its identity in 
another, and many other roads which have continued their independ- 
ent existence after the end of the receivership have later been 
absorbed into other systems, only a comparatively small number can 
be traced out in this way. 

Poor's History of the Railroads and Canals of the United States of 
America (New York, 1861), Flint's The Railroads of the United 
States, their History and Statistics (Philadelphia, 1868), and Vernon's 
American Railroad Manual (New York, 1873-4), give much informa- 
tion in respect to such receiverships as had been established at the 
time of their publication, but as the facts are scattered throughout the 
whole mass of information in regard to all the railroads of the country, 
they are very difficult of access. 

A few monographs treating of single railroads throw a little light on 
the history of a few receiverships, particularly Adams, A Chapter of 
Erie (Boston, 1869), Official History of the Great Strike of 1886 on the 
Southwestern Railway System (Missouri Bureau of Labor Statistics, 
1887), and Davis, The Union Pacific Railway (Chicago, 1894). 
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The annual Reports of the Commissioner of Railroads to the Secre- 
tary of the Interior give facts in regard to the receiverships of govern- 
ment-aided Pacific railroads. 

The reports of the State railroad commissions give a huge mass of 
information about the railroads in the respective States, though no 
special attention is paid to receiverships, and many of the reports 
ignore them altogether. 

Van Oss, American Railroads as Investments (New York, 1893), and 
Leyen, Die nordamerik anise hen Eisenbahnen in ihren wirthschaft- 
lichen und politischen Beziehungen (Leipzig, 1885), are notable among 
several books which give some intelligent account in regard to a num- 
ber of railroads, though even incidental allusions to receiverships 
are few. 

Several articles in current periodicals should be mentioned, especially 
H. C. Adams, The Railway Situation, 10 Review of Reviews, 186 ; 
S. Sterne, Railway Reorganization, 10 Forum, 37, and Recent Rail- 
road Failures and Their Lessons, 17 Forum, 19; H. W. Bartol, 
Danger of Receiverships, 32 Popular Science Monthly, 236 ; H. Woll- 
man, The Bane of Friendly Receiverships, 158 North American Re- 
view, 250; C.Barrett, Dangers of Receiverships, 11 Railroad Gazette, 
386 ; Gov. Tillman (S. C. ), Abuse of Railroad Receiverships, Gover- 
nor's Message, 33 Railway Review, 732 ; Methods and Practices of 
Railroad Receiverships (editorial), 33 Railway Review, 767; Friendly 
Receiverships (editorial), Bradstreet's, January, 1894. Most of these 
articles, however, deal in a general way with the evils and abuses of 
receiverships. Very few of them give specific facts with any definite- 
ness ; the same is true of Greene, Corporation Finance (New York, 
1897), which has a chapter 011 Corporation Reorganizations and 
Receiverships. 

Mainly, however, the history of receiverships must be learned from 
the reports of the receivers and of the railroad corporations, and from 
the news columns of the press, particularly of railroad periodicals. 
Especially valuable for this purpose are The American Railroad 
Journal (New York, 1832 to date), The Railroad Gazette (Chicago 
and New York, 1864 to date), The Chicago Railway Review (1870 to 
date), The Railway Age (Chicago, 1876 to date), The Engineering 
News (Chicago, 1874 to date), The Engineering Magazine (New 
York, 1891 to date), and the Travellers* Official Railway Guide (New 
York, 1868 to date). 

Some light is thrown on the financial history of railroads both in 
and out of receiverships by the reports published in financial journals, 
particularly the Bankers* Magazine (Baltimore and New York, 1846 
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to date), The Commercial and Financial Chronicle (New York, 1865 
to date), The Financier (New York, 1871 to date), BradstreeVs (New 
York, 1880 to date), The National Corporation Reporter (Chicago, 
1890 to date). The Bond Record (New York, 1893 to date), gives 
much attention to railroad matters. 

All the law journals give some attention to railroad receiverships, 
but their treatment of the subject is seldom of interest save from the 
purely legal standpoint. Some striking exceptions, however, are H. 
C. Caldwell, Railroad Receiverships in the Federal Courts, 30 Ameri- 
can Law Review, 161 ; S. D. Thompson, Court Management of Rail- 
roads, 27 American Law Review ', 481, and Foreign Receivers and 
Judicial Assignees, 6 Green Bag, 120; Memorial of the General As- 
sembly of South Carolina to Congress, 28 American Law Review, 
161 ; G. W. McCrary, Liabilities Incurred by Receivers of Railroads, 
17 American Law Review r , 841. 

The legal technicalities of receiverships are exhaustively treated by 
C. F. Beach, Commentaries on the Law of Receivers with Particular 
Reference to the Application of that Law to Railway Corporations 
(2nd edition, revised by William A. Alderson, New York, 1897); J. L. 
High, A Treatise on the Law of Receivers (3rd edition, Chicago, 1894); 
F. S. Wait, Treatise on Insolvent Corporations, the Rights, Powers 
and Duties of Receivers Thereof (New York, 1888); Gluck & Becker, 
The Law of Receivers of Corporations (New York, 1891) ; also in the 
articles "Receivers" by Nathan Newmark and Albert Weimer, and 
"Receivers (Railroads) " by Thomas P. Howell and Henry F. Stitzell, 
in the American and English Encyclopedia of Law (Northport, 1892). 

The decisions of the courts in regard to receiverships are found in 
the various court reports, which, as well as the briefs of the attorneys, 
often contain much information in regard to specific receiverships. 
Such statutes as exist are, of course, in the Revised Statutes or the 
Statutes-at-Large of the United States, and the similar publications of 
the several States and territories. 



NEW BOOK S ON ECON OMICS, Etc. 

FOR STUDENTS OF MUNICIPAL CONDITIONS. 



The Study of City Government. 

An outline of the Problems of Municipal Functions, Control 
and Organization. By Dei,os F. Wixcox, A.M., Ph.D. 
i2mo. Cloth. $1.50 net. 
"It is not too much to say that "The Study of City Government" is 
indispensable to the student of municipal affairs. It is certain that the man 
who wishes to acquaint himself with the problems indicated can find no 
better outline. . . The appended bibliography, which is one of the best 

ever printed 011 the subject, shows how comprehensive has been Mr. Wil- 
cox's study ; and the style of the book proves his reading to have been well 
digested." — The Times- Herald \ Chicago. 

"A careful and well digested study .... very timely at the present 

moment . . . . a shrewd and intelligent discussion of the problems of 

.... a trustworthy guide to the study of ... . city government and the 

feneral political problems thatpresent themselves to the intelligent resi- 
ents of large towns to-day."—/^ Evening Telegraphy Philadelphia. 

A Political Primer of New York State and City. 

The City under the Greater New York Charter. By Adei*B 
M. Fiei^de, Secretary of the League for Political Education. 
Pocket size. Flexible cover. Cloth, 75 cts. ; paper, 50 cts. 

The book is arranged in the form of questions and answers, clear, concise, 
and most convenient as a handy reference book, or a book to use with classes. 
" Marked timeliness and interest attach to the compilation just made by 
Miss Fielde . . The powers and duties of citizens, the machinery of 

elections, of legislature and of taxation, are all set forth in a simple and 
lucid Socratic manner, which will commend itself both to the expert 
and the uninitiated, and the reader who desires to master the political sys- 
tem under which the new city will work out its larger destinies will not lay 
down this little volume without acknowledging a grateful debt." — The New 
York Tribune. 

municipal Problems. 

By Frank J. Goodnow, LL.D., Professor of Administrative 

Law, Columbia University in the City of New York. Author 

of " Municipal Home Rule/' etc. Cloth. i6mo. $1.50 net. 
11 Municipal Problems is a scholarly, thoughtful and independent criti- 
cism of municipal experiences and the plans now urged to better municipal 
conditions. . . The volume is an exceptionally valuable one to close 

students of municipal affairs." — The Outlook, New York. 

municipal Home Rule. 

A Study in Administration. By the same author. Cloth. 

i6mo. $1.50 net. 
Here is without doubt one of the most trenehant and scholarly contri- 
oations to political science of recent writing, remarkable for analytical 
power and lucidity of statement." — Chicago Evening Post. 



THE MACMILLAN COMPANY, 

66 Flftn Avenue, B9KW 



Standard Books on Sociology, etc. 



Outlines of Sociology. 

By Lester F. Ward, LL.D , Columbian University, Washington, 

D. C, Author of "Dynamic Sociology," etc. Cloth. Crown 8vo. 

J2.00. 

" Useful, interesting and pleasant. . . . Lester P. Ward is to be congratulated on 

being one of those who can carry on discussions of weighty matters in language clear, 

bright and simple, as befits the minds of thinkers upon great topics*" — The Transcript, 

Boston. 

"Professor Ward's splendid simplicity and lucidity of style can hardly be too 
warmly commended." — The Tribune^ Chicago. 

An Introduction to Social Philosophy. 

By John S. Mackenzie, M.A., B.A., Assistant Lecturer on Philoso- 
phy in Owens College, Manchester, formerly Examiner in Philosophy 
in the University of Glasgow. 8vo. |2.6o. 

"... The ideal depends upon three elements — individual culture, the subjugation of 
nature, and social organization ; and true progress must include progress in all three. 
The details of this progress are worked out in a suggestive and interesting manner, and 
the whole discussion is marked with scholarship as well as good sense. — Independent. 

The Principles of Sociology. {Third edition.) 

An Analysis of the Phenomena of Association and of Social Organi- 
zation. By Franklin Henry Giddings, M.A., Professor of Soci- 
ology in Columbia University. Cloth. 8vo. Price fo.oo, net. 

"The book is especially valuable because of the clearness and fulness with which it 
discusses the psychical elements in social evolution. — Edward M. Colie in The Bookman. 

The Theory of Socialization. 

A Syllabus of the Principles of Sociology. By F. H. GiGGiNGS, 
M.A. With references to "The Principles of Sociology,'* by the 
same author. 8vo. Paper. Price, 60 cents, net. 

Outlines of Economic Theory. 

By Herbert Joseph Davenport. 8vo. |2.oo, net. 

The book is in two parts, of which the first sets forth the theory of economic science. 
A second part is entitled Economics in Art. Its discussions are of great practical value 
and are timely, touching on the competitive system, cooperation and profit-sharing, 
state and municipal ownership, taxation, the eight-hour day, the apprentice system, 
sweating shops, the labour of women and children, the unemployed, the currency, etc., etc. 

Outlines of Elementary Economics. 

By the author of " Outlines of Economic Theory." 80 cents net. 

This is not an adaptation for school purposes of Mr. Davenport's larger work, but in 
the main a new book both in matter ana arrangement. In method and doctrine it fol- 
lows the outlines in some degree. The same attempt is made to lead the student to do 
his own thinking, and in a sense the method is inductive. 

An Introduction to Public Finance. 

By Prof. Carl C. Plehn, University of California. i2mo. $1.60, net. 

An elementary text-book offering a simple outline of those things which are neces- 
sary to prepare the student for independent research • a brief discussion of the leading 
principles that are generally accepted ; a statement of the unsettled principles, with the 
grounas of controversy ; and sufficient references to enable the student to form some 
opinion for himself. 

PUBLISHED BY 

THE MACMILLAN COMPANY, 

NEW YORK. BOSTON. CHICAGO. SAN FRANCI8CO. 



Valuable Collateral Reading 



IN 



Economics, History, Etc. 



By JAMES BRYCE, M.P., D.C.L. 

The American Commonwealth for Students 9 Use. 



Revised by Mr. Bryce, with the Assistance of Prof. Jesse Macy, of Iowa College. This 
is not a mere condensation of the larger work, but a restatement, briefer and in a 
form more carefully adapted to use as a text-book, of the valuable material in Mr. 
Bryce's "American Commonwealth," a knowledge of which is conceded to be indis- 
pensable to any one who would acquire a just estimate of American institutions. 

" It is a genuine pleasure to commend to our readers the abridged edition of ' The 
American Commonwealth' just issued by The Macmillan Company. Mr. Bryce's book, 
which has heretofore been issued only in two volumes, has no peer as a {commentary 
upon American political institutions." — Public Opinion. 



The American Commonwealth. 

2 vols. I*arge 12 mo. Third edition. Revised throughout. Price $3.50, net. 

" His work rises at once to an eminent place among studies of great nations and their 
institutions. It is, so far as America goes, a work unique in scope, spirit and knowledge. 
There is nothing like it anywhere ex cant — nothing that approaches it. . . Without ex- 
aggeration, it may be called the most considerable and gratifying tribute that has yet 
been bestowed upon us by an Englishman, and perhaps by even England herself. 
. . Every thoughtful American will read it, and will long hold in grateful remembrance 
its author's name." — New York Times. 



A Political Primer for New York State and City. 

The City under the Greater New York Charter. By Adele M. Fields, author of "A 
Corner of Cathay." With maps. Cloth, 75 cents : paper, 50 cents. 
Miss Fielde has had frequent occasion during the past two or three years to instruct 
classes of women studying political questions. Now a larger class seeks her instruction, 
in the only way open, by the issue of this clear, concise, yet comprehensive book. 



The Study of City Government. 

An Outline of the Problems of Municipal Functions, Control and Organization. By 

Delos F. Wilcox, A.M., Ph.D. Cloth, crown 8vo., $1.50 net. 

The author holds that the City Problem is the key to the immediate future of social 
progress in this country, and he offers for the first time a systematic outline of the whole 
municipal field, indicating the chief problems of function, of control and of organization. 



The Finances of New York City. 

By E. Dana Durand. Cloth, 12 mo. $2.00. 

A well-written, clear, straight-forward and interesting history of an important sub- 
ject ; quite up to date since it contains information in regard to the changes under the 
new charter. A work of particular importance just at this time. 

•'A singularly valuable and timely book." — The Herald. 



THE MACMILLAN COMPANY, 

NEW YORK. BOSTON. CHIOAOO. SAN PRANOISOO. 



Economic Classics. 

EDITED BY 

W. J. ASHLEY, il.A M 

Prof essor of Economic History in Harvard University. 

LIMP CLOTH. GLOBE, 8vo. 75 CENTS EACH, 

Send tor a Special Descriptive Circular. 



NEW VOLUME JUST READY. 

TURGOT. —Reflections on the Formation and Distribution of 
Riches. In preparation. 



ADAM SMITH.— Select Chapters and Passages from "The 
Wealth of Nations. ' ' 

T. R. MALTHUS.— Parallel Chapters from the first and second 
editions of " An Essay on the Principles of Population." 

RICARDO.— The first six Chapters of ' ' The Principles of Po- 
litical Economy." 

RICHARD JONES.— Peasant Rents. Being the first half of 
an essay on the Distribution of Wealth and on the Sources of 
Taxation. 

THOMAS M UN. —England's Treasure by Foreign Trade. 1664. 

GUSTAV SCHMOLLER.— The Mercantile System and Its 
Historical Significance. 

AUGUSTIN COURNOT.— Researches into the Mathematical 
Principles of the Theory of Wealth. (1838) Translated by 
Nathaniel T. Bacon. With a Bibliography of Mathemat- 
ical Economics by Irving Fisher. 



A COMPANION VOLUME TO THE ECONOMIC CLASSICS. 

" Itswould be hard, if not quite impossible, to speak too highly in praise of the idea 
which conceived, or of the care and scholarship which has prepared, or the artistic and 
common sense which has controlled, the manufacture of these volumes of the ' Eco- 
nomic Classics." There ate few notes, and a short introduction {jives the text and the 
author their place in history. The manufacture of the books is all that the student 
could ask for. Flexible cover, which will stand much use, a sensible binding, good type 
and paper — it is hard to say what could be wished different. -Journal 0/ Education. 

A Brief Introduction to the Infinitesimal Calculus. 

By IRVING FISHER, Yale University. 
Flexible Cloth. Globe, 8vo. Price 75 Cents 



THE MACMILLAN COMPANY, 

NEW YORK. CHICAGO. SAN FRANCISCO. 



The Quarterly Journal of Economics. 

Published for Harvard University. 

Books, periodicals, and manuscript to be addressed, EDITORS of 
QUARTERLY JOURNAL OF ECONOMICS, Cambridge, Mass. 

Business letters, etc., to be addressed, GEORGE H.ELLIS, Publisher, 
141 Franklin Street, Boston, Mass. 



Editor. 
F. W. TAUSSIG. 

Associate Editors. 
C. F. DUNBAR. W. J. ASHLEY. 

EDWARD CUMMINGS. 



Among the other writers in recent volumes have been : 

President ANDREWS, of Brown University. Prof. MAYO-SMITH, of Columbia University 

B. H. BADEN-POWELL, of Oxford. Prof. MOSES, of the University of Cali- 
Prof. BOHM-BAWERK, of Vienna. fornia. 

JAMES BONAR, of London. Prof. NEWCOMB, of Washington. 

Prof. BOURNE, of Yale University. Prof. PATTEN, of the University of Penn- 
Prof. CLARK, of Columbia University. sylvania. 

Prof. GIDDINGS, " " Prof. PHILLIPOVICH, of Vienna. 

HENRY HIGGS, of London. Prof. SELIGMAN, of Columbia University. 

Prof. JAMES, of the University of Chicago. Prof. WAGNER, of Berlin. 

Prof. LEXIS, of Gottingen. President WALKER, of the Massachusetts 
Prof. MACVANE, of Harvard University. Institute of Technology. 

Prof. MARSHALL, of Cambridge, Eng. CARROLL D. WRIGHT, of the National La- 
Prof. MAVOR, of Toronto University. bor Department. 



CONTENTS FOR JULY, 1897. 

I. The Tory Origin of Free Trade Policy. W. J. Ashley. 
II. Certain Tendencies in Political Economy. Bernard Moses. 

III. The German Exchange Act of I896. Ernst Loeb. 

IV. The Value of the Money Unit. T. N. Carver. 

V. The Career of Francis Amasa Walker. Charles F. Dunbar. 
Notes and Memoranda : 

Co-operative Stores in New England. Edward W. Bemis. 
Recent Publications upon Economics. 

CONTENTS FOR OCTOBER, 1897. 

I. The National Banking System. Charles F. Dunbar. 
II. Charity and Progress. Edward Cummings. 
III. The Tariff Act of 1897. F. W. Taussig. 
Notes and Memoranda : 

Distribution of Small Banks in the West. Thornton Cooke. 
Elementary Economics in Schools and Colleges. Frederick R. Clow. 
Bellamy's r ' Equality." Nicholas P. Gilman. 
The Street Railway Situation in Chicago. John H Gray. 
Recent Publications upon Economics. 

APPENDIX. 

Tables on Banks in the West. The English Workmen's Compensation Act. 

CONTENTS FOR JANUARY, 1898. 

I. Cournot and Mathematical Economics. Irving Fisher. 
II. Canada and the Silver Question. John Davidson. 

III. Monetary Changes in Japan. Garrett Droppers. 

IV. The Coal Miners' Strike of 1897. J. E.. George. 

V. The Lease of the Philadelphia Gas Works. William Draper Lewis. 
Notes and Memoranda. 
Recent Publications upon Economics. 

APPENDIX. 

Notes on Cournot's Mathematics. 



Giornale Degli Economisti 



Sommario Febbraio 1898 



I. La Situazione del mercato Monetario. (X.) 

II. Alcune Osservazioni Intorno Alia Rendita Fondiaria. (G. 
Valenti.) 

III. Brefotrofi ed Esposti in Italia. (U. Imperatori.) 

IV. Le Smobilizzazioni Bancarie e la Circolazione Cartacea. 

(V. Tangorra.) 

V. Tavola di Sopravivenza. (L. Rameri.) 

VI. Previdenza. (C. Bottoni.) 

VII. Cronaca. (V.) 

VIII. Nuove Pubblicazioni. (A. C.) 

IX. Riviste Tedesche. (F. Labriola.) 

X. Necrologie : (Salvatore Majorana-Calatabiano e Carlo Al- 
jieri di Sostegno). (A Bertolini.) 



ROMA. 

PRESSO I,A DIREZIONK, 

Monte Savello Palazzo Orsini. 



Revue Politique et Parlementaire 

Redaction Rue de l'Universitis, iio. 



Directeur: Marcel FOURNIER. 



SOM91AIRE »U IV° FEVRIER, 1898. 

WALDECK-ROUSSEAU : 1809-1882.— J. Quesnay de Beaurepaire. 

^'INSTRUCTION CRIMINELLE ET LA NOUVELLE LOI DU 18 D^CEMBRE 1897.— 
Andre Pournier. 

L'ARMISE COLONIALE. (Suite et fin.)— Fleury-Ravarin, Depute. 

LE POUVOIR RISGLEMENTAIRE DU PRESIDENT DE LA RI$PUBLIQUE, (Suite et 
fin.) — H. Bbrthblbmy. 

LE BUDGET DE LE MARINE POUR 1898 — * * * 

VARII5TISS, NOTES, VOYAGES, STATISTIQUES ET DOCUMENTS : 
Les Congres Ouvriers. (Premier article.) Leon de Seilhac. 

REVUES DES PRINCIPALES QUESTIONS POLITIQUES ET SOCIALES : 

i° Revue de Mouvement Socialiste. — J. Bourdeau. 
2 Revue des Questions de Transports. — C. Colson. 
3 Revue des Questions Budgitaires et Fiscales.—Rksk Darlac. 

LA VIE POLITIQUE ET PARLEMENTAIRE X L'^TRANGER : 

i° Belgique.— Fr.-S. Nitti. 

2 Italic.— Lorand, Membre du Pari' Beige. 

3° Pays-Bas. — Macalester-Loup. 

LA VIE POLITIQUE ET PARLEMENTAIRE EN FRANCE : 

i° La Politique Ext&rieure du Moi's.—Fr. de Pressense. 
2 Chronique Politique Intirieure — Felix Roussel. 
3 La Vie Parlementaire. — * * * 

CHRONOLOGIE POLITIQUE ISTRANG^RE ET FRAN£AISE.— * * * 

BIBLIOGRAPHIE— XXX. 



Abonnement Annuel : Prance : 25 fr.; Colonies et Union 

Postal e s 30 fr. j le N° 1 3 fr, 

Les abonnements partent de Janvier ou de Juillet. 

Al. COLIN et Cie, Editeurs, 5, rue de M^zi^res, Paris. 



Librairie GuillauminetCie., Rue Richelieu 14, £ PARIS. 



Journal des Economistes 

REVUE MENSUELLE 

De la Science 6conomique et de la Statistique 

CINQUANTE SEPTliSME ANNEE. 



R6dacteur en chef: G. de MOLINARI, 

Correspondant de 1' Institut. 



Sotntnaire du No. de Janvier 1898. 

1897 par M. G. de Molinari, correspondant de l'Institut. — Le marched 
financier en 1897, par M. A. Raffalovich, correspondant de l'Institut. — Le 
nouveau tarif ameYicain, the Dingley tariff, par Achille Viallate. — Revue 
des principal es publications e'conomiques de l'etranger, par M. Maurice 
Block, member de l'Institut. — L'Economie politique nationale, par M. 
Henry L£on.— La lutte contre le mal, par M. Fre'de'ric Passy, member de 
l'Institut. — Ce que nous devons & l'Etranger. — La fe'de'ration des banques 
popularies beiges, par M. G. Francois. — Les consequences de lapaix arme*e. — 
Socidte' d'dconomie politique (reunion du 5 Janvier 1898). — Discussion; 
Les aspects nouveaux de la politique colonialeen France. — Comptes rendus. 
— Chronique dconomique par M. G. de Molinari, correspondant del' Institut. 

Sotntnaire du No. de Fivrier 1898. 

Solidarity sociale, par M. Vilfredo Pareto. — Le socialisme dans le clerge^ 
par M. Andre* Bernard. — Les auvres d' assistance mutuelle en AmeVique par 
M. Eugene Rochetin. — Le mouvement agricole, par M. Louis De Tourville. 
— Revue des principales publications £conomiques en langue francaise par 
M. Rouxel. — Lettre de Bologne, par M. Ladislas Domanski. — Socie"te: 
d'Economie politique (reunion du 5 feVrier 1898) Discussion : De l'Influence 
du ddveloppement des machine sur le sort des ouviers, conipte rendu par M. 
Ch. Letort. — Chronique £conoinique par M. G. de Molinari, Correspondant 
de l'Institut. 



Conditions de l'abonnement: 

France un an, 36 fr. 
Union postale, 38 fr. 
Un numero, 3 fr. 50. 



Publications on Current Topics. 



The Quantity Theory of Money. — By Prof. Wm. A. PR i C b. 
Scott, University of Wisconsin. - - - 15c. 

Influence on Business of the Independent Treasury. 

— By Prof. David Kinley, University of Illinois. - 25c. 

The Problems of Municipal Government. — By Edw. 

L,. Godkin, The Nation, New York. - 25c. 

Reform of Our State Governments. — By Gamaliel 

Bradford, Esq., Boston. - 25c. 

Uniform State Legislation. — By F. J. Stimson, Esq., 

Boston. ------ 35c. 

The Shiftless City Population.— By Secretary E. T. 

Devine, N. Y. Charity Organization Society. - 15c. 

Concentration of Industry, and Machinery in the 

United States. — By Prof. E. Levasseur, Paris. - 25c. 

The Nicaragua Canal and the Economic Depart- 
ment of the United States.— By Prof. E. R. 
Johnson, University of Pennsylvania. - - 15c. 

The Immigration Question. — By U. S. Commissioner 

Jos. H. Senner, New York. - - ■ - 25c. 

Railroad Pooling. — By Hon. Martin A. Knapp, Inter- 
state Commerce Commissioner. - - - 25c. 

Reasonable Railway Rates. — By H. T. Newcomb, 

Esq., Washington. ----- 25c. 

Union Pacific Railway. — By Dr. J. P. Davis, Brooklyn. 35c* 



Complete catalogue of over 200 publications on application. 



The American Academy of Political and Social Science, 

STATION B, PHILADELPHIA. 



MUNICIPAL AFFAIRS. 

A Quarterly Magazine Devoted to the Consideration of City Prob- 
lems from the Standpoint of the Tax-payer and Citizen. 



Among the subjects to which attention will be given in the pages of Municipal Affairs 
are the following : 

Baths and Lavatories, Charities, Excise, 

Finance, Hospitals, Libraries, 

Assessments for Benefit, Prisons, Museums, 

Franchises, Docks, Sewage Disposal, 

Transportation, Protection against Fire, Amusements, 

Public Works, Street Cleaning, Public Art (including 

Gas and Water Supply, Police, Muoic, Paiutings, Stat- 

Electric Lighting, Parks, uary, Monuments,etc). 

Schools. Markets, 



Should New York Own its Gas Supply ? A Controversy. 
Recreation Piers. 

The Relations of the City and the State. 
The Finances of New York City. 
Municipal Statistical Offices in Europe. 
The Gas Question in Philadelphia. 
Public vs. Private Operation of Street Railways. 
Improved Tenement Houses for American Cities. 
Greater New York a Century Hence. 
Municipalization of Electric Light and Power. 

And many other subjects of equal interest and importance were discussed 
in Vol. I, 1897. 

VOL. II, No. 1, MABCH, 1898. 

An Illustrated Number on Municipal Art. 

Popular Art in Belgium. 
The City's Plan, 

Constructive Architecture. 

Civic Treatment of Color, 
Mural Painting. 

Municipal Sculpture. 

Public Art in American Cities. 



Each number contains a Bibliographical Index of all the literature that has appeared 
during the preceding quarter, Digests of Periodical Literature, and Book Reviews of the 
most important works by persons entirely familiar with the various subjects. 



Subscription Price $1.00 per Year. Single Numbers 25c. each. 

(Except Vol. I, No. 1, containing Bibliography, price of which is 50 cents.) 

Over 800 pages of excellent reading matter for $1.00 

Address all communications to 

Committee on Municipal Administration, 

52 William Street, New York City. 



THE CITIZEN 

PHILADELPHIA MONTHLY. 



The Citizen presents the trained thought of the nation to the general reader interested 
in history, economics, literature, ethics, education, and the natural sciences in their 
less technical aspects. By means of its reviews — the authoritative judgments of 
specialists — it keeps its readers abreast of the current of the world's thought. 

Its Contributors include representative namess from the universities and colleges of 
this continent and England and prominent men of affairs. 

Representative Contributors are : Prof. Frank D. Adams, Prof. Henry Carter Adams, Dr. 
John Quincy Adams, Dr. J. C. Ballagh, Prof. Henry A. Beers, Dr. Henry M. Belden, 
Hilaire Belloc (of Oxford), Dr. Albert A. Bird, Prof. Walter C. Bronson. President 
Nathaniel Butler, Prof. Edward P. Cheney, Prof. Charles E. Dana, Prof. W. M. 
Daniels, Dr. Charles DeGarmo, Dr. Edward T. Devine, Prof. Martin L. D'Ooge, Dr. 
Pelhara Edgar, Dr. Roland P. Falkner, Prof. William I. Fletcher, Hon. Philip C. 
Garrett, Dr. Alfred Gudeman, Rev. William Bayard Hale, Dr. Samuel C. Hooker, Dr. 
Edmund J. James, Prof. Morris Jastrow, Jr., Prof. J.W. Jenks, Prof. Emory R. John- 
son, Prof. Joseph French Johnson, Prof. W. A. Lamberton, Prof. Henry Lang, Dr. C. 
H. Lincoln, Prof. S. McCune Lindsay, Prof. Archibald MacMechan, Dr. James Mac- 
Alister, Dr. John A. Macfarlane, Prof. Jesse Macy, Dr. C. C. Marden, Prof. I,. W. 
Miller, Prof. W. S. Milner, Prof. Dana C. Munro, Prof. W. S. W. McLay, Prof. Wm. 
R. Newbold, Hon. S. W. Penny packer, Dr. James Harvey Robinson, Dr. Leo S. Rowe, 
M. E. Sadler (Education Dep't. London). Dr. Nathan C. Schaeffer, Rev. W. Hudson 
Shaw (Oxford, England), Prof. Felix E. Schelling, Dr. Henry R. Seager, Dr. T. J. 
Shahan, Dr. F. W. Speirs, Prof. H. Morse Stephens, Prof. W. B. Trent, Prof. John 
Watson. 

Its Articles are indexed in Poole's " Index of Periodicals," and readers may consult The 
Citizen in any of the chief libraries. 



"I read The Citizen every month with increasing satisfaction. Its leading articles on 
social, educational, and literary topics are always well written and have ' something to 
say.' Its reviews are candid ana intelligent and its news of educational progress 
abundant and well edited. It deserves a large circulation and is sure to win the hearty 
approval of thoughtful readers everywhere." — Prof. William I. Fletcher, Librarian of 
Amherst College, and Editor of Poole's Literary Index of Periodicals. 



Contents for March, 1898. 

LIFE AND EDUCATION.— The Semi-Centenuial of Girard College.— Mr. Rudyard Kip- 
ling as a Political Factor.— The Currency Conference at the Philadelphia Bourse. — 
The Book Problem in University Extension. 

ARTICLES. — The Book of the Dead, by Mrs. Cornelius Stevenson. The Movement for 
School Decoration, by Frederick W. Coburn. 

REVIEWS. — The Interest of America in Sea Power, Present and Future, Mahan, by 
Prof. Henry E. Bourne. — The Golden Treasury of American Songs and Lyrics, 
Knowles, by Prof. Henry M. Belden.— The Life of Gladstone, McCarthy, by Prof. 
Walter C. Murrav. — Old Lamps for New Ones, Dickens, by Ellen Duval.— Corleone, 
Marion Crawford, by Florence Carlyle.— Symphonies and Their Meaning, Goepp, 
by Thomas W. Surrette. — L'Ouvrier Americain, Levasseur, by Prof. Leo S. Rowe. — 
The Elements of Electro-Chemistry, L&pke, by Dr. Willett L. Hardin. 

VERSE.—' Now Shall the Ancient Tenure of My Soul ' and The Sky at Night, by Hilaire 
Belloc. 

BOOK NOTES.— Review of Reviews, etc. 



Subscription is one dollar a year ; single copies, ten cents ; sample copy free ; club rates 
on application. The Citizen is on sale in New York. Brentano's, 31 Union Square ; 
Washington, Brentano's, 1015 Pennsylvania Avenue ; Philadelphia, Central News 
Company, and its agents. 

Address : Fifteenth and Sansom Streets, Philadelphia, Pa. 



JOHNS HOPKINS UNIVERSITY 

Studies in History and Politics. 

Edited by HERBERT B. ADAMS. 

Sixteenth Series, 1898. Subscription, $3.00. 

THE NEUTRALITY OF THE AMERICAN LAKES AND ANGLO-AMERICAN RELA- 
XATIONS. Bv J. M. Callahan. $1.50. 

WEST FLORIDA IN ITS RELATION TO THE HISTORICAL CARTOGRAPHY OF 
THE UNITED STATES. By Henry E. Chambers. 

ANTI-SLAVERY LEADERS OF NORTH CAROLINA. By John Spencer Bassett. 

LIFE AND ADMINISTRATION OF SIR ROBERT EDEN. By B. C. Steiner. 

THE HISTORY OF STATE BANKING IN MARYLAND. By Alfred Cookman Byran. 

THE MARYLAND AND VIRGINIA BOUNDARY CONTROVERSY. By Louis N. 

WHE ALTON 

THE LABADISTCOLONY IN MARYLAND. By B. B. James. 

EARLY DEVELOPMENT OF THE CHESAPEAKE AND OHIO CANAL PROJECT. 

By George W. Ward. 
THE TRANSITION OF NORTH CAROLINA FROM A COLONY TO A STATE. By 

E. W. Sikes. 

Other papers will be announced from time to time. 

SERIES I.— Local Institutions. 479 pages. $4.00. 
SERIES II.— Institutions and Economics. 629 pages. $4.00. 
SERIES III.— Maryland, Virginia and Washington. 595 pages. $4.00. 
SERIES IV.— Municipal Government and Land Tenure. 600 pages. $3.50. 
SERIES v.— Municipal Government, History and Politics. 559 pages. $3.50. 
SERIES VI.— The History of Co-operation in the United States. 54° pages. $3.50. 
SERIES VII.— Social Science, Municipal and Federal Government. $3,50. 
SERIES VIII.— History, Politics and Education. 625 pages. $3.50. 
SERIES IX.— Education, History and Politics. 640 pages. $3.50. 
SERIES X.— Church and State : Columbus and America. 630 pages. $3.50. 
SERIES XL— Labor, Slavery and Self-Government. 574 pages. $3.50, 
SERIES xii.— Institutional and Economic History. 626 pages. $3.50. 
SERIES XIII.— South Carolina. Maryland and Virginia. 606 pages. $3.50. 
SERIES xiv.— Baltimore, Slavery, and Constitutional History. 592 pages. $3.50. 
SERIES XV.— American Economic History. 614 pages. $3.50. 

RECENT EXTRA VOLUMES. 

THE SUPREME COURT OF THE UNITED STATES. By W. W. Willoughby. 124 

pp. 8vo. cloth. $1.15. 
THE INTERCOURSE BETWEEN JAPAN AND THE UNITED STATES. Inazo 

(Ota) Nitobe. 198 pp. 8vo. cloth. I1.25. 
SPANISH INSTITUTIONS OF THE SOUTHWEST. By Frank W. Blackmar. 380 

pp. and 31 plates. 8vo. cloth. $2.00. 
INTRODUCTION TO THE STUDY OF THE CONSTITUTION. By M. M. Cohn. 

250 pp. 8vo. cloth. $1.50. 
THE OLD ENGLISH MANOR. By C. M. Andrews. 280 pp. 8vo. cloth. $1.50. 
AMERICA : ITS GEOGRAPHICAL HISTORY, 1492-1892. By W. B. Scaife. 176 pp. 

8vo. cloth. $1.50. 
FLORENTINE LIFE DURING THE RENAISSANCE. By W. B. Scaife. 256 pp. 8vo. 

cloth. I1.50. 
THE SOUTHERN QUAKERS AND SLAVERY. By Stephen B. Weeks. 414 pp. 8vo. 

Cloth. $2.00. 
THE FRENCH REVOLUTION AS SEEN BY AMERICANS OF THE EIGHTEENTH 

CENTURY. By C. D. Hazen. 325 pp. 8vo. Cloth. $2.00. 



The set of fifteen series is now offered uniformly bound in cloth, for $45.00, and in- 
cluding subscription to the current (sixteenth) series, $48.00. The fifteen series with 
fifteen extra volumes, altogether thirty volumes, in cloth, for $65.00. 

Orders should be addressed to 

THE JOHNS HOPKINS PRESS, BALTIMORE, MARYLAND. 



THE NEW WORLD. 



A Quarterly Review of Religion, Ethics and Theology. 

(200 pp., 8vo. : issued the first of March, June, September and December.) 

EDITORIAL BOARD: 

Professors C. C. Everett, D.D., and C. H. Toy, 1,1,. D., of Harvard University ; Rev. 

Orello Cone, D.D., and Professor N. P. Gilman, of the Meadville Theological 

School, (the Managing Editor, to be addressed at Meadville, Pa.). 



With 1898 the New World enters on its seventh year of publication. Its field of dis- 
cussion will embrace as heretofore all questions connected with religion in the depart- 
ments of theology, the religious life, the history of religions, Biblical science and criti- 
cism, ethics, sociology, and literature. The editors announced at the outset that these 
discussions would be conducted in a spirit at once free and reverent, without sectarian 
limitations, and in the light of the best scholarship of the time, American and European. 
How far this promise has been fulfilled is indicated by the contents of the six volumes 
issued. It will be seen that these Universities, Colleges, and Theological Schools have 
been represented : Harvard, Yale, Brown, Californiaj Chicago, Cornell, Rochester, 
Columbia, Columbian, Johns Hopkins z Pennsylvania, Michigan, Western Reserve, Wes- 
leyan, St. Lawrence, Oxford, Cambridge, Glasgow, St. Andrews, Berlin, Strassburg, 
Bonn, Tena, Gottingen, Geneva, IvOuvain, Brussels, and Queen's (Kingston) Universities, 
and the College de France ; Amherst, Williams, Tufts, Buchtel, Bryn Mawr, 
Wellesley, Rockford, Kenyon, Hebrew Union, New and Bristol Colleges ; and the Ban- 
gor, Andover, Auburn, Yale, Hartford, Harvard, Meadville, Union, Lane, Episcopal 
(Cambridge, Mass.), Theological Schools, Manchester College, Oxford, and the Faculty 
de Theologie Protestante, Paris. 

Contents of No. XXIV, December, 1897. 

"Animated Moderation" in Social Reform. 

N. P. Gilman. 
The Paganism of the Young. 

Frederic Palmer. 
The Creed of "Ian Maclaren." 

S. H. Mellone. 
Babism and the Bab. J. T. Bixby. 



The Place of Immortality in Religious Be- 
lief J. Estlin Carpenter. 
Matthew Arnold and Orthodoxy. 

Louise S. Houghton. 
Reason in Religion. C. C. Everett. 

Hexameter in the Hands of the Philoso- 
phers. W. C. Lawton. 
The Tragedy of Renan's Life. 

C. M. Bakewell. 



Contents of No. XXV, March, 1898. 



Truth and How We Know It. 

Charles F. Dole. 
Two Famous Maxims of Greece. 

Paul E. More. 
Christian Missions in India. 

J. T. Sunderland. 
A Satyr Aspires. Henry C. Greene. 

The Place of Prophecy in Christianity. 

F. C. Conybeare. 



Henry George and His Economic System. 

W. A. Scott. 
Philosophy as Affected by Nationality. 

Frank Sew all. 

The Protestant Faculty of Theology of the 

University of Paris. G. Bonet-Maury. 

Esther as Babylonian Goddess. C. H. Toy. 



Single Number, 75 cts.; 3s. Yearly Subscription, $3.00 ; 12s. 



BOSTON AND NEW YORK: 

HOUGHTON, MIFFLIN & CO., Publishers. 

LONDON : GAY & BIRD, Bedford St. 



SIXTY-EIGHTH YEAR ,8og 

THE 

BIBLIOTHECA SACRA 

A Religious and Sociological Quarterly 

CONDUCTED BY 

G. FREDERICK WRIGHT Z. SWIFT HOLBROOK 

OBERLIN, O. CHICAGO, ILL. 

ASSOCIATED WITH 

EDWARDS A. PARK, FRANK H. FOSTER, JUDSON SMITH, D. W. SIMON, WM. M. 

BARBOUR, SAMUEL IVES CURTISS, CHAS. F. THWING, A. A. BERLE, W. E. 

BARTON, E. H. JOHNSON, JACOB COOPER, AND E. W. BEMIS. 



The Oldest Quarterly Magazine in America. Its eye is not dimmed 

nor its natural force abated. 



Contents of No. CCXVII., January, 1898. 

The Archeology of Baptism. Howard Early Religion of the Hindus. Her- 

Osgood. bert William Magoun. 

Gilead and Bashan ; or The Pr^mo- Jonathan Edwards and the Great 

saic Manassite Conquest. Henry Awakening. Ezra Hoyt Byington. 

Hayman. The Social Failure of Cities. Mrs. 
Does a Literal Interpretation of Henry Wade Rogers. 

the Song of Songs Remove its Law and Lawlessness. Charles B. 

Character as Scripture ? Samuel Wilcox. 

Ives Curtiss. Civic Reform. Z. Swift Holbrook. 

Contents of No. CCXVIII., April, 1898. 

Creation ; or, the Transmutation of Early Religion of the Hindus. Her- 
Energy. Jacob Cooper. bert William Magoun. 

The New Chronology of Paul's Life. „ „ _ „. , 

George H. Gilbert. The Problem of the Currency. Charles 

The Religious Significance of Recent Swan Walker. 

English Verse. Edward Mortimer The Pilgrim Fathers and the Mes- 
Chapman. sage of Puritanism. Newell Dwight 

Modern Lights on the Reformation. Hillis 

James Lindsay. 



Semitic, Critical, Sociological Notes, and Book Reviews in each 

Number. 

800 pp. Three Dollars a Year ; 75 cents a Number. 

Special terms for 1898 to New Subscribers. Advantageous Premi- 
um Offers to all Subscribers. Address 

BIBLIOTHECA SACRA CO., Oberlin, Ohio. 



Studies in History, Economics and Public Law, 

— EDITED BY — 

THE FACULTY OF POLITICAL SCIENCE 

OF COLUMBIA UNIVERSITY. 



RECENT NUMBERS. 

VOLUME I., 1891-2 SECOND EDITION, 1897.— 39$ PP- 

i. The Divorce Problem. A Study in Statistics. By Walter F. Will- 
cox, Ph.D. Price 75c. 

2. The History of Tariff Administration in the United States, 

from Colonial Times to the McKinley Administrative Bill. 
By John Dean Goss, Ph.D. Price $1.00. 

3. History of Municipal Land Ownership on Manhattan Island. 

By G«orge Ashton Black, Ph.D. Price $1.00. 

4. Financial History of Massachusetts. By Charles H. J. Douglas, 

Ph . D. (Not sold separately. ) 

volume VI, 1896.— 601 pp. 

History of Proprietary Government in Pennsylvania. By Wil- 
liam Robert Shepherd, Ph.D. Price, $4.00 ; bound, $4.50. 

VOLUME VII, 1896—512 pp. 
M - History of the Transition from Provincial to Commonwealth 
Government in Massachusetts. By Harry A. Cushing, Ph.D. 
Price, $2.00. 

2. Speculation on the Stock and Produce Exchanges of the 
United States. By Henry Crosby Emery, Ph.D. Price, £1.50. 

VOLUME VIII, i896-'97. 

i. The Struggle Between President Johnson and Congress over 
Reconstruction. By Charles Ernest Chadsey, Ph.D. Price, $1. 00. 

2. Recent Centralizing Tendencies in State Educational Ad- 

ministration. By William Clarence Webster, A.M. Price, 75c. 

3. The Abolition of Privateering and the Declaration of 

Paris. By Francis R. Stark, LL.B., Ph.D. Price, $1.00. 

4. (To appear shortly. ) 

VOLUME IX, 1897. 

1. English Local Government of To- Day. A Study of the Rela- 
tions of Central and Local Governments. By Milo Roy Maltbie, 
Ph.D. Price, $2.00. 

VOLUMES I to VII (except Vol. VI), Price, for each Volume, $3.00 ; bound, $3.50. 



For further particulars apply to 

Prof. Edwin R. A. Seligman, Columbia University, 

or to The Macmillan Company, New York. 
London Agents, P. S. King & Son. 



International Journal of Ethics. 

Devoted to the Advancement of Ethical Knowledge and Practice. 



EDITORIAL COMMITTEE. 

HENRY C. ADAMS, Ph.D., Ann Arbor, HAROLD HOFFDING, Ph.D., Copenhagen, 
FELIX ADLER, Ph.D.. New York, J. S. MACKENZIE, M.A., Cardiff, Wales, 

GIACOMO BARZELOTTI, Ph.D., Naples, J. H. MUIRHEAD, M.A., Birmingham, Eng. 
STANTON COIT, Ph.D., London, JOSIAH ROYCE, Ph.D., Cambridge, 

ALFRED FOUILLEE, Ph.D., Paris, FR. JODL, Ph.D M Vienna, 

Managing Editor, S. BURNS WESTON, Philadelphia. 



A Quarterly now in its Eighth Year. 



CONTENTS OF APRIL NUMBER (Vol. VTXE, No. 3). 

ETHICAL SURVIVALS IN MUNICIPAL CORRUPTION. 

Jane Addams, Hull House, Chicago. 

THEORY AND PRACTICE. J. B. Baillie, Edinburgh University. 

THE ETHICAL MOTIVE. Franklin H. Giddings, Columbia University. 

SELF-REALIZATION AS A WORKING MORAL PRINCIPLE. 

Henry Sturt, Oxford, England. 

THE MORAL VALUE OF SILENCE. Felix Adler, New York. 

DISCUSSION. The Social Question in the Light of Philosophy. 

Emil Reich, University of Vienna. 

BOOK REVIEWS. The Facts of the Moral Life and Ethical Systems, by 
Wilhelm Wundt ; Practical Ethics, by Henry Sidgwick ; The Teaching 
of Morality, by Sophie Bryant ; The Psychology of the Emotions, by 
Th. Ribot ; Re igions of Primitive Peoples, by Daniel G. Brinton ; The 
Rational or Scientific Ideal of Morality, by P. T. Fitzgerald ; Lazy 
Lessons and Essays on Conduct, by W. B. Rands ; The Kindergarten 
System, translated from the work of Alexander Bruno Hanschmann, by 
Fanny Franks ; Children Under the Poor-Law, by W. Chance ; Social- 
ism and Character, by James Leatham ; Revista italiana di Sociologia. 



" This is the ablest of all^magazines dealing with ethical questions, and is simply indis- 
pensible to students and thinkers on these subjects." — Boston Herald. 



Philadelphia: INTERNATIONAL JOURNAL OF ETHICS, 1305 Arch Street. 



Yearly, $2.50. Single Numbers, 65 <5ts. 



PUBLICATIONS OP THE AMERICAN ECONOMIC ASSOCIATION. 



MONOGRAPHS. 

[issued at irregular intervals.] 
VOLUME I. 

No. i. Report of the Organization of the American Economic Association. By 
Richard T. Ely. Ph.D., Secretary. Price so cents. 

Nos. 2 and 3. The Relation of the Modern Municipality to the Gas Supply. By 
Edmund J. James, Ph.D. Price 75 cents. 

No. 4. Co-operation in a Western City. By Albert Shaw, Ph.D. Price 75 cents. 

No. 5. Co-operation in New England. By Edward W. Bemis, Ph.D. Price 75 

cents. 
No. 6. Relation of thi State to Industrial Action. By Henry C. Adams, Ph.D. 

Price 75 cents. 

VOLUME II. 

No. 1. Three Phases of Co-operation in the West. By Amos G. Warned, Ph.D. 
Price 75 cents. 

No. 2. Historical Sketch of the Finances of Pennsylvania. By T. K. Worthing- 
ton, Ph.D. Price 75 cents. 

No. 3. The Railway Question. By Edmund J. James, Ph.D. Price 75 cents. 
No. 4. The Early History of the English Woolen Industry. By W. J. Ashley 
M. A. Price 75 cents. 

No. 5. Two Chapters on the Mediaeval Guilds of England. By Edwin R. A. Se- 
ligman, Ph.D. Price 75 cents. 

No. 6. The Relation of Modern Municipalities to Quasi-Public Works. By H. 
C. Adams, George W. Knight, Davis R. Dewey, Charles Moore, Frank 
J. Good now and Arthur Yager. Price 75 cents. 

VOLUME III. 

No. 1. Three Papers Read at Meeting in Boston: "Statistics in Colleges," by 
Carroll D. Wright; "Sociology and Political Economy," by F. H. 
Giddings ; "The Legal -Tender Decisions," by E. J. James. Price 7$ 
cents. 

No. 2. Capital and its Earnings. By John B. Clark, A.M. Price 75 cents. 

No. 3 consists of three parts: "The Manual Laboring Class," by General F. A. 
Walker; "Mine Labor in the Hocking Valley," by E. W. Bemis, 
Ph.D. ; "Report of the Second Annual Meeting," by Richard T. Ely, 
Secretary. Price 75 cents. 

Nos. 4 and 5. Statistics and Economics. By Richmond Mayo-Smith, A.M. 
Price $1.00. 

No. 6. The Stability of Prices. By Simon N. Patten, Ph.D. Price 7s cents. 

VOLUME IV. 

No. 1. Contributions to the Wages Question: "The Theory of Wages," by 
Stuart Wood, Ph.D. ; " Possibility of a Scientific Law of Wages," by 
John B. Clark, A.M. Price 75 cents. 



PUBLICATIONS OP THE AMERICAN ECONOMIC ASSOCIATION. 



VOLUME IV.— Continued. 

No. 2. Socialism in England. By Sidney Webb, LL.B. Price 75 cents. 

No. 3. Road Legislation for the American State. By Jeremiah W. Jenks, Ph.D. 
Price 75 cents. 

No. 4. Report of the Proceedings of Third Annual Meeting of the American Eco- 
nomic Association, by Richard T. Ely, Secretary ; with addresses by 
Dr. William Pepper and Gen. F. A. Walker. Price 75 cents. 

No. 5. Three Papers Read at Third Annual Meeting: " Malthus and Ricardo," 
by S. N. Patten; "The Study of Statistics," by D. R. Dewey, and 
"Analysis iu Political Economy," by W. \V. Folwell. Price 75 cents. 

No. 6. An Honest Dollar. By President E. Benjamin Andrews. Price 75 cents. 

VOLUME V. 

No. I. The Industrial Transition in Japan. By Yeijiro Ouo, Ph.D. Price $1.00. 

No. 2. Two Prize Essays on Child- Labor : I. By William F. Willoughby, Ph.D. ; 
II. By Miss Clare de Graffenried. Price 75 cents. 

Nos. 3 and 4. Two Papers on the Canal Question. I. By Edmund J. James, 
Ph.D. ; II. By Lewis M. Haupt, A.M., C.E. Price $1.00. 

No. 5. History of the New York Property Tax. By John Christopher Schwab, 
A.M., 1*11 . D. Price $1. 00. 

No. 6. The Educational Value of Political Economy. By Simon N. Patten, 
Ph.D. Price 75 cents. 

VOLUME VI. 

No. 1 and 2. Report of the Proceedings of the Fourth Annual Meeting of the 
American Economic Association. Price $1.00. 

No. 3. I. Government Forestry Abroad. By Gifford Pinchot. II. The Present 
Condition of the Forests on the Public Lands. By Edward A. Bow- 
ers. III. Practicability of an American Forest Administration. By 
B. E. Fernow. Price 75 cents. 

Nos. 4 and 5. Municipal Ownership of Gas in the United States. By Edward W. 
Bemis, Ph.D. Price $1.00. 

No. 6. State Railroad Commissions and How they May be Made Effective. By 
Frederick C. Clark, Ph.D. Price 75 cents. 

VOLUME VII. 

No. 1. The Silver Situation in the United States. By F. W. Taussig, LL.B., 
Ph. D. Price 75 cents. 

Nos. 2 and 3. On the Shifting and Incidence of Taxation. By Edwin R. A. 
Seligman, Ph.D. /Vice $/. 00. 

Nos. 4 and 5. Sinking Funds. By Edward A. Ross, Ph.D. Price $1.00. 
No. 6. The Reciprocity Treaty with Canada of 1854. By F. E. Haynes, Ph.D. 
Price 75 cents. 



PUBLICATIONS OP THE AMERICAN ECONOMIC ASSOCIATION. 



VOLUME VIII. 

No. i. Report of the Proceedings of the Fifth Annual Meeting of the American 
Economic Association. Price 75 cents. 

Nos. a and 3. The Housing of the Poor in American Cities. By Marcus T. Rey- 
nolds, Ph. B., M. A. Price $1.00. 

Nos. 4 and 5. Public Assistance of the Poor in France. By Emily Greene Balch, 

A.B. Price $1.00. 
No. 6. The First Stages of the Tariff Policy of the United Stages. By William 

Hill, A.M. Price $1.00. 

VOLUME IX. 

Hand-Book and Report of the Sixth Annual Meeting. Price 50 cents. 

Nos. 1 and 2. Progressive taxation in Theory and Practice. By Edwin R. A. 
Seligman, Ph.D. Price $i.oo, cloth $1.50. 

No. 3. The Theory of Transportation. By Charles H. Cooley. Price 75 cents. 

No. 4. Sir William Petty : A Study in English Economic Literature. By Wil- 
son Lloyd Be van, M.A., Ph.D. Price 75 cents. 

Nos. 5 and 6. Papers Read at the Seventh Annual Meeting: "The Modern Ap- 
peal to Legal Forces in Economic Life," (President's annual address), 
by John B.Clark, Ph.D. ; ' The Chicago Strike," bv Carroll D. Wright, 
LL.D. : "The Unemployed," by Davis R. Dewey, Ph.D. ; " Popula- 
tion and Capital," by Arthur T. Hadley, M.A. ; "The Pope and the 
Encyclical on Labor," by John Graham Brooks. Price Si. 00* 

VOLUME X. 

Hand -Book and Report of the Seventh Annual Meeting. Price 50 cents. 

Nos. 1, 2 and 3. The Canadian Banking System, 1817-1890. By R. M. Brecken- 

ridge, Ph.D. Price $1.50; cloth $2.50. 
No. 4. Poor Laws of Massachusetts and Mew York. By John Cummiugs, 

Ph.D. Price 75 cents. 
Nos. 5 and 6. Letters of Ricardo to McCulloch, 1816-1823. Edited, with intra- 

troduction and annotations by J. H. Hollander, Ph.D. Price $1.25 ; 

cloth $2.00. 

VOLUME XI. 

Nos. 1, 2 and 3. Race Traits and Tendencies of the American Negro. By F. L. 

Hoffman, F.vS.S. Price $1.25 ; cloth $2.00. 
No. 4. Appreciation and Interest. By Irving Fisher, Ph.D. Price 75 cents. 



NEW SERIES. 



No\ 1. The Cotton Industry : An Essay in American Economic History. By M. 
B. Hammond, Ph.D. Price, $1.50 ; cloth, $2.00. 



zz . " ..." _ -.-- 




t m im far 7c amis m 
■>!**** mUMomml to Ikt , 

'■;,■ :~>laJtiJi,S*Si 
■ I [,-• ,Vrinf>nri and Stthtaiten .rm ait Ofdert. 

THE MACMJI.LAN Ct 

«■ Fifth Am 



